a ONS Ore KLEEN 











JULY 17, 1896 | 





THE RAILROAD GAZETTE. 


499 











FRIDAY. JULY 17, 1896. 








CONTENTS 








CONTRIBUTIONS: PaacE. , GENERAL NEws: PaGt 
Another Electric Rail- Bridge Building..... .... 510 
road Bridge Failu'e... 499} Meeting: and Announce- 
Running Over a Sub- MEM. ca cunvedes areas << 5 
merged Track . ...... 499} Per:onals dil 
Control of Heavy “Street a and “Appoint- 
Cars on Grades......... MOT ER ec ccccscacscacascs 512 
ILLUSTRATIONS: Railroad Construction. . 512 


Electric Railroad Con- 

SUBUCHON 2. « co cccccnccecs 513 
General Kailro d@ News. aia 
Elec' ric — News. 514 


eg sane at hace a 


Cee ceabcice. ves cee ene 
jules of the London & Wee Eocscencereset> sce BE 
North Western. ‘hie site 
New — of the J. G. Technical 509 
Beh@o.--6...5- <) Po © 9 al io RS ORE 510 
Some of ‘tes Latest Steel T birty six Passengers 
MMMM cc ecacnce. Sener if 
Improved Whoiess 2 a 


System for Electric New Fast Train Services 
Railroads..... ........ . 
New Depth Gage and me os poration 


Improved Bevel....... 
EDITORIALS; 
sd bse Duty of the ad 
Goan Earnings for June. 506 
Postage on ‘“‘R, R. B.” 
NM acs cc weasl ecxdic 507 
EDITORIAL NOTHS ..... 


—— for Locomo- 
tive Works in Russia... 500 
sgeees Part of a Traia 
The iautes Suspen- 
Sidi BFIGGE.« ccceccecuse 
The Baltimore & Wash- 
—- Electric Rail- 





506, 507 
New Publications... .. 508 Rte acstqacdaecasccases 503 
Trade Catalogues. ...... 508 Railroad” Matters “1% ; 
GENERAL NEws: Eog 0 sea ares 4 
Locomotive Building.... 510 Uniformity i in Car Con- 
Car Building. ............ 510) = Struction .............. 505 








Contributions. 


Another Electric Railroad Bridge Failure. 








CLEVELAND, O., July 13, 1896. 
‘40 THE EDITOR OF THE RAILROAD GAZETTE: 

1 have just read with pleasure Mr. Stowell’s article on 
Bridges for Electric Railroads, published-in your last 
issue. 1 wish to call your attention to the latest acci- 
dentof this kind, namely, the bridge of the Dayton 
Traction Co., which broke down on July 1. A lot of 
railroad and county officiais and invited guests started 
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SCHELL CITY 


over the rail in some places. As soon as the water fell 
the top of the rail wax raised to the high water mark by 
means of rock. These rocks were of such size as to be 
easily hardled by ope man, and were placed carefully 
under the track, being continually compacted by pass- 
ing trains while work was beingdone. The banks were 
widened where necessary. 

In May. 1896, contrary to all expectations, the water 
rose 24 in. higher than in December, and was 24 in. over 
rail where the current was strongest and 34 in. in the 
back water, reaching a flood height never before known. 

The track was carefully_ inspected day and night by 
using a light engine with two flat cars, and men walking 
through the water holding to the stake pockets on the 
sides of the cars, the current being too swift for them to 
retain a foot-hold any other way. A large number of 
sand bags were used as deemed necessary to protect the 
bank from washing and to hold the track. 

When the water receded the track was found some 
what out of line and surface. At one spot where cinders 
had been used as ballast they were washed away, but we 
had worked rock in under that portion of track while 
submerged. 

Passenger trains were provided with engines of light 
weight which ran over the division and through the 
water without change. Heavy freight engines were 
doubled back and forth on each side of the water and 
their trains taken across by light engines, as they were 
much easier onthe track. A supply of wood was kept on 
each side of the water and fires were made on top of the 
coal in the upper part of the fireboxes. It was necessary 
to run very slowly through the 2% to 34in. of water and 
the time used tocross the three miles of submerged track 
and make the run of 4 miles between Rockville and Schell 
City, was about 50 minutes. Track was submerged ten 
days. 

A. A. ALLEN, Assistant General Manger. 
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| Control of Heavy Street Cars on Grades. 





ALBANY, N. Y., July 14, 1896. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
A recent decision of the New York Railroad Commis- 
sion seems to me open to criticism, namely, the one re- 











lating to the runaway accident cn the Nassau Electric 
road, and in which the Commissioners recommended 
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ommend something that has proved itself in use to be 
inefficient and dangerous. ELECTRICITY. 

Following is the substance of the report of the State 
Railroad Commissioners of New York on the derailment 
above referred to. It was an electric street car running 
on Thirty-ninth street, Brooklyn, N. Y., Sunday, June 
7; a boy was killed, another passenger fatally injured 
and others more or less hurt. The car, an open one, was 
overloaded, and the trolley pole falling away from the 
wire on a steep hill, the car ran back to the foot of the 
incline; and about 40 of the 133 passengers upon it were 
so frightened that they jumped off. There was evidence 
that the trolley pole was out of order, and it was alleged 
that boys on the car tampered with it. But without 
trying to reconcile conflicting statements on these points 
the Commissioners decide that: The primary cause of 
the runaway was the overcrowding of the car, so that 
the conductor could not reach the rear platform to apply 
the brakes. The motorman applied the brake, and the 
overloaded condition of the car is the only apparent rea- 
son why it did not hold. Not more than five passengers 
should beallowed on the front seat of an open car; 
more than that number would interfere with the free- 
dom of action of the motorman. Passengers should not 
be allowed to ride upon the side steps of open cars, and 
if persons persist in standing there the conductor should 
refuse to move the car. All cars to be run on a grade of 
five per cent. or more, should have an auxiliary brake. 
In Albany a “dog” is used on cars ascending steep grades, 
which,whenever a stop is made,assists in holding the car. 
When running an level track or going down hill the 
conductor fastens the ‘‘dog” up free from the ground. 
This, or a similar device, is recommended to all electric 
and cable roads. The cable carson Third avenue, New 
York City, have an auxiliary brake. When ascending 
grades of five per cent. or more, conductors should re- 
main on the rear platform. An Inspector of the road 
where this accident occurred is censured for not thor- 
oughly examining the car when the motorman had re- 
ported it in bad condition. 





Thirty-six Passengers Killed in Two Collisions. 


Thirty-one passengers are reported killed by a butting 
collision on the Chicago & Northwestern last Saturday 
night near Logan, Ia. A picnic party, composed of em- 
ployees of the Union Pacific “es at Omaha and Council 
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Submerged Track, Missouri, Kansas & Texas Railway—Across Osage River Bottom. 


out that morning on a show trip over the road, which 
was just completed. But they had to turn back again, 
on finding, about six miles out, that a bridge over a 
canal had just tumbled down under the preceding car. 
One journal says of it: ‘‘We judge the bridge wasa pony 
truss structure of wooden or composite construction.” 
It was not. It was a new steel bridge, built by a well- 
known firm of bridge builders. CIVIL ENGINEER. 








Running Over a Submerged Track. 





Missouri, Kansas & Texas Railway Co., } 
St. Louis, Mo., July 11, 1896. } 


To THE EDITOR OF THE RAILROAD GAZETTE: 

I take pleasure in furnishing you the information de- 
sired in reference to running our trains over submerged 
tracks near Schell City, Mo., in May of the present 
year. 

The embankments near the Osage River were made 
principally by casting up from the sides, and are com- 
posed of a tough, black clay called “gumbo,” which re- 
sists the eroding force of the current if left undisturbed, 
but if shaken or disturbed while under erosion it wears 
away to a considerable extent. The driving of a stake, 


for example, to brace the track, develops under the 
current quite a pot hole where the stake is driven. 

In December, 1895, the Osage River rose to a height 
unequaled for 25 years, apd the water was 30 in. deep 


that on steep grades all cars be furnished with ‘dogs’ 
similar to those used in hill streets in this city. 

This ‘‘ dog” is a heavy, pointed iron bar, hinged under- 
neath the car, so that when let go it drags on the ground 
and assoon as the car stops catches against a paving 
stone and boldsthecar. When notin use it is held up 
by a chain passing through a hole in the rear platform 
and hanging to a hook on the dashboard. When going 
up hill the conductor loosens the chain from the hook 
and lets the *‘dog’”’ drop. 

The “dog ” is objectionable for three reasons. It is 
very noisy as it rattles over the pavement ; it brings up 
acar with a disagreeable jerk ; and it is not always ef- 
fective and sometimes dangerous. On one occasion the 
car ran back down the bill in spite of the “ dog,”’ collid- 
ing with an up-bound car and wrecking things gener- 
ally. On another occasion, as a car was going down hill 
the ‘‘dog” under the forward end accidentally dropped, 
throwing the motor-man over the dashboard and kill- 
ing him. 

The Commissioners do not seem to be aware that this 
same Albany Railway has on many of its cars a newer 
and much better device than the ‘“dog,’’ and free from 
all its objections. But asI am not booming either the 
patentee or the railroad I will not describe it. The point 
I want to make is that if the Commissioners see fit to 
make recommendation of any device they ought at 
least to acquaint themselves with its record and not rec- 


Bluffs, had just started for home (from a side track, some 
distance west of Logan) when it was met by an east- 
bound freight, running at high speed, and the engines 
and first two or three cars were badly crushed. Besides 
the killed, about 40 passengers were injured. The cause 
of the collision is said to have been forgetfulness on the 
part of one of the enginemen, but no authentic particu- 
lars have yet reached us. 

On the same day there was acollision between an ex- 
cursion train and a freigbt on the Chicago & Northern 
Pacific, near Chicago, in which five passengers were 
killed and 15 injured. In this case it is said that a mis- 
placed switch was the cause. 

A third disaster, reported on July 12, was that ofa 
freight train, apparently a work train, on the island of 
Jamaica, where an American contractor is at work 
building an extension of the railroad. Fifteen persons 


were killed. 








The New Fast Train Services Between London and 
Scotland. 
BY J. PEARSON PATTINSON. 

The remarkable records made last autumn on the 
West and East Coast routes between London and Aber- 
deen, which probably stimulated the New York Central 
and the Lake Shore roads to "go one better,” will, so fay 
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as can now be seen, have no counterpart this year. Ac- 
celerations have, indeed, been made, and several new, 
very fast trains put on between the points named, but 
unless precipitated by some unforeseen cause, it is prob- 
able that no record making will take place this summer, 
and that the United States will be left in possession of 
its well-won laurels. 
If, however, we in England propose neither tc beat the 
w Lake Shore record nor to depose the Empire State express 
from its position as the fastest regular train in the world, 
we can yet show, as between London and Edinburgh, Glas- 
gow,Perth and Aberdeen a service of trains which, for fre 
quency and speed combined, quite outclass anything in 


on full height raised bases, and are fitted with the firm’s 
patent system of oil circulation. In this system a large 
reservcir on top of the frame feeds the oil to the main 
bearings, crank pin and crosshead. Pipes inside of the 
frame collect this oil and drain it to a chamber under- 
neath the engine base, in which is placed a small pump, 
operated by the rocker arm of the valve connection. 
This pump returns the oil to the upper reservoir, where 
it is filtered and used over again. This arrangement 
provides for self-oiling without enclosing the engine. 
These engines are equipped with a simple type of inertia 
governor, having but two pieces and one bearing, and 
making the regulation of speed under all changes of 








ai os ae ea — London to Edinburgh. ‘ 


(Note:—Trains with an inclusive speed lower 


than 40 miles per hour are rot included below.) 










































































East Coast Route, 392% miles. West Coast Route, 400 miles. 
A. = Dp. m. .™m. p. m. 
19:00 11:20) 2:20 7:45 8:15 10:00 11:30 |Departure from London................. 19:00 11:39 2:00 8:50 11:50 
6:30 7:45 10:45 3:20 3:49 5:30 7:00 |Arrivalin Edinburgh.................... 6:30 7:55 10:50 6:40 7:50 
7 brs. 25 mins. Hp rage hpi Seems 8 hours. 
No. of trains at or over 50 miles per\|, ss... f 
Sa err ee yr hour oneal ga rae jie One 
{ No. of trains at or over 45 miles per 
NDR. 5 .o0eckessccnecorEr ; pour inclusive eat Cate | alaaaiaaiaa ....Four 
o. of trains at or over 40 miles per ive. 
ROOM aisiccacehecssneses { ey roast nase thdimapauaeagl : CRMs tera a Five 
52.92 m. p. b. Average inclusive speed of nest train... 50 m. p. h 
London to Glasgow. 

East Coast Route, 43934 miles. on West Coast Route, 401% miles, 

a. m. Pr. Mm. a.m. p.m. 
10:9 8:15 10:00) =11:30 Departure from London.... .........--+ 10:00 11.20 2:00 = 8:50 11:50 
8:00 5:50 7:18 = 8:26 Arrival in Glasgow.... ....--- sccssseeee 6:45 8:00 10:30 6:45 7.50 
8 brs. 55 mins. ee a Beane roe 8 hours. 
o. of trains at or over miles per 
WONG so occcnscrasvncscweee hour inclusive speed .. wai One. 
No. of trains at or over miles per . 
BIO .ocsciwceserscecesse { hour inclusive speed. sa igentensn [rere Four, 
o. of trains at or over 40 miles per : 
eee yr hour inctusive specd...... nce PLT MESE Tee ee eees dock Five. 
49.32 m. p. h. Average inclusive speed of best train.. 50.19 m. p. h. 
London to Perth. 

East Coast Route, 44044 miles. West Coast Route. 449% miles. 
"a.m. rm. a.m. p.m. 4 
10:00 7345 «68:15 = 11:30 Departure from London..... .........++.. 10:00 2:00 «8:00 8:50 8 =10:15 11:50 

7:52 4:30 §©5:00 8:50 APTAVAL AA POTN... 06. 66d0ce cescvecvessas 7:55 12:18 4:36 7:55 6:55 9:10 
8 brs. 45 mins. Fi mage ere pesos oes Sige pe 8 hrs. 36 mins. 
No. of trains at or over WXTEROT IOP A i on ee 
TAO vince viassnccasesnwess hour inclusive speed... aa Two 
0. of trains at or over 45 miles per ee 
DRO Biisisdsncessciacndas { “hour inclusive speed... eae? | amici Four 
7 o. of trains at or over 40 miles per)| ss... dd... os. eee j 
| ee rr re hour inctestve spced...............s(°°°" Six 
50.31 m: p. bh. Average inclusive speed of best train... 52.24 m. p. h. 
London to Aberdeen. 
East Coast Route, 523 miles. West Coast Route, 540 miles. 
Z a.m. p.m. a.m. p.m. 
10:00 8:15 10:00 = 11:30 Departure from London.... .... .-...... 10:90 2:00 8:00 10:15 11:50 
10:50 6:35 8:30 §=10:30 ATTIVA! 1D ADETAOEN.....0000000c0c000000% 10:15 3:00 6:25 8:70 11:25 


30 
10 hrs. 20 mins, 





Fastest train....... 


10 hrs, 25 mins. 


ee eee er 





No. of trains at or over 50 miles per 
DD a secvaeseatscsvensess hour inatant ve cher yl sgiesgensead[ ree Two. 
o. of trains at or over 45 miles per 
i ey hour inclusive eed. Sree tl SdecwaNecnsaeeeesine Three. 
No. of trains at or over miles per i 
PI so ves she savecdnondes { elle ioscan tng ilalggmaea ial | Toe Re as Five. 
50.61 m. p. h. Average inclusive speed of best train... 51.84 m. p. h. 





the States. The following tables clearly and concisely 
show this to be the case, and the method of arrangement 
adopted will enable some idea to be formed of the relative 
merits of the rival routes. It will be freely granted that 
the general results are most creditable, especially when 
it is considered that gradients, particularly on the West 
Coast routé, are very severe and the trains hauled are 
by no means light. The down services [from London] 
as being much more speedy than the up [to London] are 
alone considered, and the Midiand route, which does not 
compete seriously, is left out of the comparison. 








Machinery for the Locomotive Works at Nijni 
Novgorod. 





The names of the firms in this country having orders 
for machinery or tools for the new locomotive building 
shops of the Russian American Mfg. Co., at Nijni 
Novgorod, were givenin the account of the enterprise 
published last week. A brief statement of the machines 
ordered from some of the builders was also given. Since 
the article was published a list of the machinery ordered 
from others of the firms named has been obtained, and 
is published below. 

Bement, Miles & Co , Philadelphia, important locomo- 
tive tools. 

Edwin Harrington, Son & Co., Philadelphia, several 
different styles of facing lathes; special lathe for turning 
locomotive rocker arms; special lathe for turning wrist 
pins; a two-spindle horizontal centering machine and 
drill presses, especially adapted for locomotive shop 
work. 

Pawtucket Manufacturing Co., of Pawtucket, R.I., 
for 15 machines, the value being upwards of $12,000. 
The machines building are one improved lever shears, 
two open die screw threaders, one cold-punching nut 
machine to make %-in. nuts and smaller, one No. 4 
nut machine for 1% in. nuts, one double bolt pointer 
and trimmer, one, \x-in. bolt forging machine, one 
%-in. and one 1‘g-in .No. 2 upsetter, one No. 2 round head 
bolt machine, one 6 spindle solid die bolt threader, one 4- 
spindle nut tapper, one 1}\-in. screw shaver and one No. 
2 shear. 

Payne Engine Co., of Elmira, N. Y., for eight engines, 
of the simple enter crank, high-speed, automatic 


type, with cylinders of 8in. x 10in. They are mounted 





load less than one percent. The engines are made to 
standard gages, and all of the parts are interchangeable. 

Powell Planer Co., of Worcester, Mass., for two metal- 
planing machines that will plane 72 in. in width, 72 in. 
in height, and 10 ft. in length, with two heads on the 
cross rail, and one head on each face of eaeh housing ; 
also two locomotive connecting rod planers, which will 
take 48 in. in width, and plane connecting rods from 34 
ft. to 11 ft. in length. 

Tabor Manufacturing Co., Elizabeth, N. J., for one 
20-in. Duplex moulding machine, fitted with patterns for 
journal bearings, four in flask, and will mold both parts 
of flask in one operation. It is also suitable for mould- 
ing brake shoes, brake holders, wedges, columns, center 
bearings and general castings. 

Whiting Foundry Equipment Co., Harvey, IIl., two 5 
ft.6in. diameter Whiting cupolas, having a melting ca- 
pacity of 9 to 10 tons anhour. These cupolas will be 
fitted with improved adjustable Whiting tuyeres and a 
new type tuyere dampers, blast gage, etc. 

Warren & Swasey, of Cleveland, O., for one two- 
spindle valve milling machine, one cock grinder, 
one reamer grinder, one 18in. swing forming monitor 
lathe with geared friction heac, two 18-in. swing Uni- 
versal monitor lathes with back gears, two 24-in. swing 
Universal lathes, two 18-in. swing brass finishers’ lathes 
and one 16-in. double head key lathe. 

Niles Tool Works, Hamilton, O., 5l-in. boring and 
turning mill, 2 heads; two quartering machines of differ 
ent sizes; two 22-in. engine lathes; double cutting-off 
and centering machine to take axles 10-in. diameter, and 
a 100 in. 300-ton hydrostatic press. These are all power- 
ful tools, especially adapted for railroad work. 








Annulling Part of a Train Order.* 


BY J. F. MACKIE. 


When the amendments to the Rules and Forms of the 
Standard Code of the American Railway Association, 
submitted by the Train Rules Committee of that body, 
were under discussion at New York last October, a 
spirited debate sprang up upon a proposed amendment 
to Rule 523. From the time of the original adoption of 
the Standard Code in 1887 that rule had read: “ An 
order which includes more than one specified movement 
must not be superseded.” 

The proposed amendment provided that: 

‘* Where more than one movement is included in an 








* A paper read before'the ninth annual convention of the 
Train‘ Dispatchers’ Association. 


order, any part of the order speeitzing a particular 
movement may be superseded or annulled.” 

Mr. Kenly. of the committee, in defending this change, 
stated that the committee had received many requests 
that the existing rule be made more elastic. ‘‘In our 
own practice,”’ said he, ‘‘ we are obliged to do so. We 
could not operate under the present rule.”’ 

It must have occurred to the committee, as it at once 
occurs to dispatchers, that, as Form L, which specifies 
how an order may be annulled or supe ed, contains 
no provision whatsoever, even by implication, for the 
annulment of a part of an order, and as no other form 
does, 2 new form, applicable to the new conditions, 
should be submitted. This was not done, and the last two 
words of the amendment, “or annulled,” were stricken 
out, and the Standard Code remains, as before, in the 
attitude of forbidding, or at least not permitting, that 
which, in practice, many of the roads adopting it have 
found to be necessary. 

This being the case, it becomes eminently proper for 
the Train Dispatchers’ Association to discuss this ques- 
tion, and it may be, to lighten up the fog in which the 
American Association has left it. And I may say here, 
simply as a matter of justice to the Train Dispatchers’ 
Association, that, in 1891, in its memorial of that year 
to the American Railway Association, it pointed out the 
loopholes of danger in Rule 20, and recommended the 
changes in rules 81, 105, 108, 110 and 111, and in Form G, 
which have since been adopted as amendments to the 
Standard Code, besides others which have not yet been 
accepted by the great authority of the American Rail- 
way Association: one of them being a variation of Form L, 
—- for the annulment of part of an order, which, 

am persuaded, is precisely the form not submitted 
to the American Railway Association last October, the 
missing link between Form Land Rule 523, which, it is 
more than likely, was buried in the Committee’s waste- 
basket too deep for resurrection at that time. This 
form read as follows: 

“That part of Order No. ........ SROAMIN ES o2 coc 2 
is annulled.” 

Ihave been unable to discover or learn of any form 
better adapted to the purpose, and doubt if it can be im- 
proved upon. It is hereby resubmitted for your con- 
sideration. 

Every dispatcher of much experience will recall occa- 
sions when the use of such a form has been found desir- 
able. Many of you, like myself, have used it. Do you 
know of any objection to its use? Have any of you 
found that the use of the clear and simple ‘‘instead of” 
has been a source of danger in superseding, as all of you 
have done, some part of some order that needed to be 
changed? I venture to say you have not. Can any of 
you detect, or even imagine the presence of danger in 
the use of the form I have quoted, when applied to the 
annulment of part of an order ? Are not, in your experi- 
ence, annuJment and supersedure alike shielded from 
danger by the use of the form proper to each, clear, pre- 
cise and impossible of misunderstanding as each is or 
may be made ? 

There is a lurking impression in the minds of some ex- 
perienced and well-informed railroad men that there is 
grave and peculiar danger in changing a telegraphic 
train order, and, more particularly, some part of it. This 
made itself audible in the debate upon this question at 
the October meeting of the American Railway Associa- 
tion. One gentleman called it ‘‘an exceedin ly danger- 
ous aye pa Even if you place about it all the safe- 
guards of forms and otherwise that you can possibly get, 
it is still a dangerous practice.” Another said, ‘It has 
been my experience that there has not been any trouble 
except in superseding orders.”” There were others, evi- 
a. in that meeting. Yet I venture to 
say, that not one of these gentlemen could point out an 
instance of trouble resulting from a change of orders, 
either by supersedure or annulment of the whole or part 
of an order, under the forms of the Standard Code, or 
any other whose rules and forms are equally clear and 
explicit, that would not have been quite as likely to 
occur with any telegraphic train order. It has been my 
experience that a change in orders is even less likely to 
be forgotten or misconstrued than the original order. 
The fact of change stimulates, if anything, the memory 
of trainmen and, instead of bewildering, rather empha- 
sizes, by impressing anew upon the minds of those inter- 
ested the instructions given. 

Coming from the general to the particular, let us con- 
sider if there be any necessity for annuling a part of an 
order. I have in mind a certain order once given by me. 
I was —! afast stock train from G., the western 
terminus of the division upon which I was a dispatcher. 
The train was coming from anotker division, and a good 
run was of such importance that I felt justified in hold- 
ing even a passenger train a few minutes, if thereby 25 
or 30 minutes could be gained for the stock train. In 
anticipation, therefore, of its departure from G. at 3:30 

.m., the connecting division having advised me that it 
would reach G. not later than 3:20 p. m., and bearing in 
mind the “linked sweetness, long drawn out” of the 
repetitions of the Standard Code, I proceeded to get 
anf the order, as follows: 

‘** Order 33 

To No.7 & Ex. 655, W., C. 

To No. 31 & Ex. 921, W., D. 

To Ex. 700 and all second-class trains W., A. 

C. & E. Eng. 711, G. 

Engine 711 will run extra and has right of track 
against all second and inferior class trains G to A, will 
wait at F until 3:50 p. m. for Ex. 921 west, at E until 
4:10 p m. for No. 31 (Eng. 309), at D until 4:35 p. m., for 
Ex. 655 west, at C until five o’clock p.m. for Ex. 700 
west, and may run not to exceed 30 miles perhour. No. 
7 (Eng.* 109) will wait at E until 4:20 p.m. for Ex. 711 
east.” 

The stock train ‘‘fell down,” at least it stumbled, on 
the other division, and about the time it was expected 
to “sign up,’’ G ticked out “Just in; get out 3:45 sure,”’ 
and thereI was. It was impracticable, from lack of 
time, to annul the entire order. There was no way to 
supersede No. 7’s order, nothing, in fact, to supersede it 
with and, in addition, no necessity for holding that 
train at either E or F, the extra leaving G at 3:45 p. m., 
having ample time to ‘“‘‘make” F without help. What 
was the right thing to do? A memory of the form then 
reposing in a certain committee’s waste basket flashed 
upon me, and I acted accordingly. 

‘* Order 38 

To No. 7 C. 

To Ex. 711G. Tkat part of order No. 33 reading ‘No 7 
will wait at E until 4:20 p. m., for Ex. 711 east, is an- 
nulled.” 

And the thing was safely and quickly done. 

Whenever it becomes necessary or expedient to annul 
part of an order it is always when supersedure is inap- 

licable and annulling the whole order impracticable. 
ria gece ed is substitution, and when there is nothing 
to be substituted, is useless. And when, asin the case 





* The continuous order was permissible, but not the ‘*X” 
response or any other holding signal. 
o 7 (first-class) due at E at 4:11 p. m. 
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cited, the only practical resource is to annul part of an 
order, there would seem to be ro good reason, either of 
safety or expediency, why it should not be done. There is 
none, I make bold to say, that does not apply with equal 
force to supersedure. ‘he fact that one was taken and 
the other left by the American Railway Associa:ion is 
another proof that the Train Dispatchers’ Association 
has good reason for being, and that if it lives up to its 


Mr. Wm. Garstang, Superintendent of Motive Power of 
the road, writes us as follows: ‘‘ This plant has been in 
service since the first of the year without a single failure, 
and its performance has been entirely satisfactory. Our 
people, as well as the officers of other companies, have 
declared hat it is the most complete station for coaling 














Fig. 1.—Front View—Wabash Coaling Station. 


opportunities, its usefulness as an educative influencs 
in the railway world, as well as to its members, hae 
not ended. 








Coaling Station at Wabash, Ind. 





The accompanying illustrations show the coaling 
station erected, in the early part of this year, at the new 
shops of the Cleveland, Cincinnati, Chicago & St. Louis 
Ry., at Wabash, Ind. This plant not only handles the 
coal but takes care of the ashes as well, all operations 
being performed by means of conveyors. 

Fig. 11s an engraving made from a photograph taken 
from the front of the building, while Fig. 2 shows the 
view from the rear. The building is 92 ft. 3in. long by 
14 ft. wide, with a low extension at one end, 18 ft. long, 
in which is placed the engine and boiler. The building 
is between two tracks, one being used by locomotives 
taking coal, while the other is for coal cars and cars be- 
ing loaded with ashes. There are 10 pockets for coal on 
the front side of the building and two ash pockets on the 
rear side. Coal is received either in hopper or flat bot- 
tom cars on the unloading track. 

Hopper cars are unloaded directly into a pit between 
the rails. In Fig. 2 the last car is directly over this pit. 
From this pit the coal is delivered through a gate to 
the inclined conveyor, shown in Fig. 2, which carries it 
to the top of the building and dumps it: into an inclined 
chute, which in turn delivers it to a horizontal con- 
veyor which passes over the pockets. Over every 
pocket there is a gate in the trough of the conveyor, 
which is opened and closed by a rack and pinion, 
operated by hand wheels. When a gate is closed, the 
coal is carried over it and beyond to the first open gate, 
through which it drops into the pocket. Battens placed 
on the sides of each pocket indicate the height to which 
they must be filled for two tons, three tons, etc. From 
the pockets, the coal is delivered to the locomotives in 
the usual manner, as seen from Fig. 1. 

When coal is received in flat-bottom cars it is shoveled 
on to a horizontal conveyor, which delivers it to the in- 
clined conveyor mentioned before, and it is then handled 
in the same manner as already described. 

There is an ash pit 28 ft. long, directly under the lo 
comotive shown in Fig. 1. The bottom of the pit con- 
sists of cast-iron gratings made in short sections. Under 
the gratings is a screw conveyor running the entire 
length of the pit, which delivers the ash to a second 
screw conveyor placed at right angles to the first. This 
carries the ash into the boot of an elevator which takes 
it to the top of the building, and by means of two aprons 
delivers it into the two ash pockets, to be seen in Fig. 2. 
Plates placed on the grating in the bottom of the ash 
pit , form a floor upon which the ash is allowed to accu- 
mulate until the pit is full. The conveyor is then started, 
the plates being removed one at a time, thus allowing 
the ash tofeed on to the conveyor with regularity. 
When the pit is empty, the plates are put back in place, 
and it is again ready foruse. The mechanism is driven 
by cables and chain belts from a 30 H. P. engine. 

This plant has a capacity for coaling 100 engines a day 
and when running to its full capacity requires three 
men to operate. 

The first cost was not more than for an ordinary coal- 
ing station with trestle, ash pit, depressed track, etc., 
and occupies much less space than would an ordinary 
plant of similar capacity. 


engines and taking care of the ashes that has come to 
their notice.” 

This plant was designed and installed by the Link 
Be:t Machinery Company, of Chicago. The same com- 
pany is at present working on the plans for similar 
plants to be erected on several Western roads. 








The Binghamton Suspension Bridge. 





The following is the report of Mr. Chas. F. Stowell, 
made June 2, 1896, to Geo. C. Green, Esq., Mayor of 
Binghamton, N. Y., concerning the suspension briage 
over the Chenango River at Ferry street, Binghamton: 

The main cables of this bridge are each composed of 
seven wire ropes. 1% in. in dameter, having a span of 
362 ft. between centers of towers, and adip of 30 ft. at 
the center. The floor is suspended by vertical hangers, 
either 1-in. rods or %-in. wire ropes, spaced 5 ft. apart, 
thus dividing the clear span into 70 panels of 5 ft. each. 
The cables are supplemented bv eight back stays run 
ning from the top of each tower to the third and each 
alternate hanger up to the seventeenth from the abut- 


stringers and floor beams, which was not done nearly to 
the extent recommended. I also find that much 
heaver loads have been used than the railroad company 
at that time stated would cross the bridge, and in con- 
sequence of this, together with the natural deterioration 
of exposed timber work in five and a half years, the 
stiffening truss on the side nearest the track is now all 
out of shape, badly decayed and utterly worthless for 
the purpose for which it was designed. The truss on the 
opposite side is somewnat better, though far from being 
thoroughly efficient. 

The cables being thus practically freed from the influ- 
ence of the stiffening trusses, are left to adapt them- 
selves to the conditions of passing loads and the conse- 
quent deformation is excessive. The floor can be seen to 
rise and fall in a wave-like motion in front of and 
behind each passing car, the greatest extent of the mo- 
tion being about 8 in. This freedom of motion 
in turn permits the strands of the cable to move slightl 
upon one another, breaking the coating of paint which 
covers them and permitting moisture to penetrate into 
the interior. It also wears the cables under the yokes to 
which the hangers are fastened. The effect is greatest 
where the motion is greatest, namely, at the middle of 
the span, where several wires have been entirely cut 
through by the yokes and where the interior, as far as 
it could be gotten at by scraping away the paint, shows 
rusting wires. 

I also examined the anchorages, which, at the time of 
my previous examination, iu 1890, could not be closely 
looked into. One anchorage on the south side of the 
river was opened and the wires found in quite good con- 
dition, but little rust being apparent. On the north 
side it appears that the anchorages had been repaired 
some years ago and a short lena of cable left exposed 
which had been originally covered | the masonry. At 
these anchorages the cables were found badly pitted 
with rust and a few were entirely eaten through. The 
rust has affected every wire at one point or another as 
far as could be examined, and it iscertain that a con- 
siderable percentage of the original strength of the cable 
is gone. ow much of it may remain unimpaired it is 
impossible to determine, but I believe that not more 
— two-thirds at the utmost of its original strength is 
eft. 

In this bridge, as it stands, I do not consider the back 
stays of much, if any, value. In order to be effective it 
is necessary to have the lower ends of the stays at op- 
posite ends of the bridge well tied together, and when 
such is the condition they will support a considerable 
part of the load, affording corresponding relief to the 
cables. Such might have been the condition when the 
bridge was first built, but now it is so racked and worn 
that there is no part of it which can form an efficient tie 
between the back stays, and nearly, if not quite, all the 
load is necessarily borne by the cables alone. ’ 

I find that the bridge is subject to a traffic which is 
very heavy both in character and amount, and is in- 
creasingly so. It is not uncommon for ten or a dozen 
teams to be on the bridge at once, with possibly an 
electric car and many pedestrians in addition. Sucha 
condition was not anticipated when this bridge was 
built and the fact that it has up to this time carried 
such loads in safety, even in its present weakened and 
=—" state. is good evidence of its original excel- 
ence. 

In view of the foregoing, I find that the factor of safety 
in this bridge is alarmingly small and recommend that 
it be closed to wagon and car traffic forthe future. It 
will still be safe for pedestrians under ordinary condi- 
tions of such use. but would probably fall if a large 
crowd of people were to assemble upon it. I therefore 
recommend that strict measures be taken to prevent it 
from being subjected to any such strain. 








The Lake Shore Pile-Driver Car with Composite 
Underframe. 





The engravings show a pile-driver car of 150,000 lbs. ca- 
pacity lately built by the Lake Shore & Michigan Southern 
Railway Co. Concerning this Mr. A. M. Waitt, General 
Master Car Builder, writes: ‘“‘ In accordance with your 
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ments. The clear width of the roadway is 16 ft. and of 

each sidewalk 6 ft. There isa wooden stiffening truss: 
outside of each sidewalk resting on the ends of the floor 

beams, and doing duty also as a hand rail. 

In December, 1890, I made a report to the Railroad 
Commissioners ia answer to an,inquiry as to whether this 
bridge would carry electric cars. I stated that it would, 
but that the weight of the cars must be limited, and 
also recommended the strengthening of the track 
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Fig, 2.—Rear View—Wabash Coaling Station. 


request I send you blue prints showing general design of 
the pile-driver car body recently designed for use on our 
road. You will see this car is unusually long, and in 
order to understand why it is made so heavy I would ex- 
plain that the load is very nearly a constant one, 
amounting to 50,000 lbs., carried within a circle with a 
radius of 5 ft., the center of the circle being the center of 
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the car body. At times almost this entire load is on 
one-half of the car. Beside the direct load there is a con- 
tinual vibratory strain, due to the action of the pile- 
driver. The car being unusually long, 43 ft.,and having 
under the center, in addition to the pile-driver outfit, a 
large tool-box filled with heavy tools, the car was de- 
signed to be strong enough to carry an equally-distrib- 
uted load over its surface of 150,000lbs. The trucks, of 
course, are calculated merely for 60,000 lbs. load. 

“The use of wooden floor timbers, in addition to the 
channels and eye beams, was for the purpose not only f 
providing a simple means of fastening the floor, but 
also to assist in providing a simple means for attaching 
to the supports for the rollers for the pile-driver. If I 
were to design the car again I should only use timbers 
4 in. deep for fastening the floors, instead of the entire 





66 part of the way, for 8 mile, and as the aristocratic 
and exclusive residents near it could not tolerate the 
idea of locomotives hissing and puffing past their win- 
dows, it had to be worked by two stationary engines 
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Cross Sections of Pile Driver Car. 
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Stephenson, is of this date, the great Doric gateway out- 
side, with three little square lodges in line with it, being 
the only remains of the original station ‘at Euston 
Grove, near Euston Square,’ of 1837. This ridiculous 
gateway is of the hardest Yorkshire stone and cost no 
less than $35,000. Money was poured out like pump- 
water in the construction of the London & Birming- 
ham Railway. Estimated to cost £2,500,000 sterling, it 
cost £5,750,000 for 11214 miles of line. This included the 
Euston extension, which the smaller sum did not, and 
and an expensive deviation through the Kilsby Tunnel. 
The latter alone cost £300,000, though not more than 2,400 
yards in length, but Robert Stephenson would have no 
gradient (except the Euston one), worse than one in 330 
on aline which goes almost entirely through undulat- 
ing country. 
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Draw Gear of Pile-Driver Car—Lake Shore & Michigan Southern Ry. 


depth of the eye beams. There are, in fact, several 
changes in the design that experience with this car has 
suggested, although I think it is well adapted for the 
purpose fo1 which it is to be used.” 


Jubilee of the London & North Western Railway. 


oo 








The London & North Western yesterday completed 
the fiftieth year of its existence, and a short sketch of its 
rise and progress may be of interest to its numerous 
friends and admirers on the western side of the At- 
lantic. 

Although just half a century old under its present title 
the line has formed part of the communication between 
London and Liverpool for nearer 60 years than 50. It is 
in reality an amalgamation of three lines, of which the 
London & Birmingham was opened partially in 1837, 
and completely on Sept. 17, 1838; the Grand Junction, 
from Birmingham to a point on the old Liverpool & 
Manchester Railway, on July 4, 1837; and the Manchester 
& Birmingham (which was never more than a Manches- 
ter and Crewe line of 31 miles in length) in 1840. Of 
these the London & Birmingham was laid out chiefly by 
Robert Stephenson, although with the assistance of his 
father in the earlier stages of the work. 

It was intended at first to start, not from Euston bu, 
from Chalk Farm or Camden Town, about 114 miles 
further out, in a neighborhood where fields and market 
gardens were only just beginning to yield before the ad- 
vancing tide of bricks and mortar which has long ago 
swept far beyond them. It was soon found necessary to 
come further into London; hence the Euston extension. 
This comprises a pas averaging 1 in 85, but at lin 
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with endless ropes passing round horizontal wheels 
placed just outside Euston station at the foot of the in- 
cline. Four lines of rail were laid, the whole arrange- 
ment being duplicated for the case of a break-down. On 
at least one occasion the massive hempen rope, 244 miles 
long, 7 in. in circumference and weighing nearly 12 
tons, snapped in two, and one portion, flying back, 





The Grand Junction was built by Joseph Locke, a 
pupil of George Stephenson, and possibly a greater engi- 
neer than either his master or Robert Stephenson. 
Locke believed in the climbing power of the locomotive 
when no one else in England did, and, by adapting his 
lines better to the surface of the country, made them far 
more cheaply than any one else did and just as substan- 
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Draw Gear of Pile Driver Car. 


dashed out the brains of a passenger. This mode of 
working was given up in 1847, when the new company 
made extensive alterations and enlargements at Euston. 

With the exception of the new western portion, opened 
only three or four years ago, and constituting a very fine 
station of itself, most of Euston dates from 1847-9. The 
splendid hall in the interior, with the statue of George 
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General Plan of Pile-Driver Car—Lake Shore & Michigan Southern 
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tially. The London & South Western Railway, from 
London to Southampton, is by him; it cost only £28,000 
per mile, and the Grand Junction but £22,000. This 
latter line amalgamated with the oid Liverpool & lJan- 
chester line of 1830, and with a line from it to Preston in 
1845, thus bringing all these into the joirt concern es- 
tablished on July 16, 1846, asthe London & North West- 
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ern Railway. By absorbing later on the Lancaster & 
Carlisle line, 70 miles in length, aud the Chester & 
Holyhead, 85 miles, the London & North Western ob- 
tained a monopoly of the London aud Ireland traffic 
and a great share of the Scotch, and, in fact, was vir- 
tually put on its present footing. 

At the time of its incorporation in 1846 the united 
system comprised 404 miles of line, with a nominal 
capital of £17,242,310. Not quite all this was then paid 
up. Powers to borrow one-third more, or £5,747,000, 
were also obtained. On the original main lines of the 
three companies composing the great triple alliance 
the London & Birmingham had 701% miles laid with 
stone block sleepers (mostly placed corner-wise to each 
other) and 42 miles of cross-sleepers; the Grand Junc- 
tion, 6214 miles blocks, 20 miles sleepers and 14 mile on 
viaducts of longitudinal timbers. The Manchester & 
Birmingham had no blocks, 2814 miles of cross sleepers 
aud 2¥ of longitudinals. 

Down to the time of the amalgamation the London & 

Birmingham was worked exclusively by Edward Bury’s 
four-wheeled engines, with inside cylinders generally 13 
in. x 18 in., the passenger engines having single drivers 
5 ft. 6 in. diameter, the goods engines two pairs of 5-ft. 
wheels coupled. All had circular fireboxes with a 
copper dome shaped upper 
portion; they weighed full 
from 10 to 12 tons, and 
cost £1,200 to £1,500 apiece. 
Bar frames inside the wheels 
were an invariable part of 
Bury’s engines, although 
long fallen into disuse in 
England. Many of these en- 
gines were sent to America 
in the thirties, and at one 
time there were few British 
lines which had not at least 
a few of them. 

The London & North 
Western has been continu 
ally extended till, at the end 
of 1894, it comprised 1,892 
miles, of which 381 were sin- 
gle line. It carried in that 
year 68,052,458 passengers | 
while the journeys made by 
over a quarter million of holders of season tickets and 
workmen’s weekly tickets would come toseveral millions 
more, There is one longer line in Enyland (the Great 
Western) and plenty elsewhere, but none with 120 mill- 
ions sterling of capital or the 12 millions of annual 
receipts that the London & North Western can boast of. 
It has 2,800 engines, all built at Crewe, more than 100 of 
which are on Webb’s compound system with three cylin- 
ders. It possesses the largest driving wheels in the world 
under its old engine ‘‘Cornwall,’’ built at Crewe in 1847, 
with its boiler under the driving axle, shown in the Ex- 
hibition of 1851 and rebuilt ia its present form in 1863. 
The ‘Cornwall’ had eight wheels originally, the first 
pair of leaders having been removed. It has cylinders 





vantages and novel features of which are given in the 
following description which they have kindly sent to us: 
It may be characterized as one with a wrought 
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New Style. Old Siyle. 


Fig. 3. 


iron frame, having jaws forged on, with solid ex- 
tension pieces, T-iron end pieces, angle iron jaw- 
straps and angle iron transoms with the spring plank 
formed of two Z-pieces filled with wood. The equalizers 
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Entrance to Euston Station, London & North Western Railway—As Built 1837. 
(The station offices now form a quadrangle higher than the portal, which is 72 ft. high.) 


are a part of the spring plank, carry the swing bolster, 
and take their load in the center; they are in turn car- 
ried by links and move with the swing motion. Eight- 
inch journal box springs, nest spirals in the links, and 
quadruplet or triplet elliptics on the equalizer and 
spring plank furnish the vertical elasticity. 

The form and peculiarities of the truck frame are 
shown in Fig. 2,and in the half-tone engraving, Fig. 1. 
For passenger work the frame is a forging, the wheel 
pieces being of a form somewhat like that which is so 
effective in locomotive practice. Toa bar of ample stiff- 
ness jaws are forged at the proper points. From the 
outermost jaw at each end, extension pieces are carried, 
to which T-iron end pieces are bolted. On the wheel 


Fig. 1.—New Truck of the J. G. Brill Company. 


1744 x %in., driving wheels 8 ft. 6 in., and weighs full 
nearly 30 tons. It is the only one of its class, and is 
shortly to be set aside as a relic of old days.* 

About 4114 million miles were run on the North Western 
in 1894, of which 20 millions were with goods and coal 
trains. The carrying stock comprised 5,351 coaches, 
2,520 other vehicles run in passenger trains, 58,834 goods 
and coal wagons, 4,487 miscellaneous, chiefly ballast 
wagons. More than 60,000 men are employed. The £100 
stock is worth £200 to-day and the credit of the line is as 
good as that of the British Government, which is say- 
ing & good deal. 


Lonpboy, July 1. W. B. PALEY. 








The New Truck of the J. G. Brill Company. 


The J. G. Brill Company, of Philadelphia, are placing 
upon the market a new passenger car truck, the ad- 





*Two engravings of the “‘Cornwall” were given in our issue of 
March 23, 1894, In that issue appeared also an engraving of a 
Bristol and Exeter engine with 9-ft. drivers built ia 1853. This 
road is a part of the Great Western, and the last of the 9- 
ft. drivers went out of service four years ago when the change 
of gage was completed. Probably, therefore, Mr. Paley is 
right in saying that 8 ft. 6in. is the biggest driver now in 
use.—EDITOR. 


pieces between the jaws, and as close to them as may be 
practicable, suitable lugs are forged for carrying the 
spring links. Upon the inside of these wheel pieces, 
when made of steel castings, as is our practice for elec- 
tric service, brackets are cast to take the angle iron tran- 





of car and load are less than in the ordinary construction. 
The swing links come close to the pedestals, relieving the 
wheel pieces from a large part of the strain which comes 
upon them when the load is carried by the transoms. 

Fig. 3 shows the ordinary swing motion as compared 
with that of the new Brill truck. 

The old style is shown on the right, and that of the 
new truck on the left. In both cases the center plate is 
taken as the center of motion and support—the circles 
representing the lines of motion. With the old stylo of 
link the radius of motion is that of the inner circle. The 
radius of the outer circle is obtained by placing the 
hangers outside the wheels as shown. The motion, of 
course, will be slower in proportion to the greater radius 
and correspondingly easier. 

The equalizers are straight, forged bars, carried by 
spring links. orstirrups, upon their ends. At the centers 
they are solidly connected wjth the spring plank. The 
equalizer, spring plank and swing bolster move together 
in the side motion. 

Fig. 4 shows the construction of the new spring link. 
It consists of a cast-steel stirrup, in which there is space 
for an 8-in. spiral. A follower is 
placed on top of the spring, and an 
eyebolt is screwed into it. The eye 
takes the end of the equalizing bar, 
which prevents the bolt unscrewing. 

The spring links perform all the 
functions of the common swing link, 
and also cushion the side motion, 
These springs are double action 
sptrals of the draw-and-recoil type. 
Their location is shown in Fig. 3. 

There are three sets of springs in 
the trucks. To use an electric term, 
they are placed in series. The weight 
rests on each set. 

There are double journal springs 
resting on the tops of the boxes. 
They also cushion the rapid motion of the truck frame 
before it reaches the equalizer. Next above this in the 
order of load-carrying come the springs in the links and 
finally the elliptics. 

The danger of jumping the track on curves is practi- 
cally eliminated, because the springs of the swinging 
links yield and prevent the blow when the bolster 
strikes the wheel piece. The first trial of this type 
of trucks was made on an interurban electric rail- 
road, of 25 miles length, where, in spite of very 
narrow treads, and shallow flanges, and curves with 35 
ft. radius, its adherence to the rails was very perfect. 

The construction and hanging of the brake is such 
that there is no lifting and thumping when the brakes 
are applied—a feature which adds greatly to the comfort 
of the passengers. 





























Fig 4. 








The Baltimore & Washington Electric Railroad. 





Active operations on the Columbia & Maryland Elec- 
tric Railroad began in the summer of 1895. From that 
time work has been carried on with but few interrup- 
tions. The first feature of 
interest on the line of the 
road beyond Baliimore is 
the long wood and iron 
deck bridge over Gwynns 
Falls. This is a highway 
bridge several hundred feec 
in length, and the work of 
renewing the woodwork of 
the upper chord and of 
strengthening it so as to 
support_the weight of the 
trains has been difficult, and 
the moreso since it was 
necessary to leave half of 
the bridge open for traffic 
along Edmondson avenue, 
while work was continued 
at the other half. This work 
is not yet finished. 

From this bridge to a point 
beyond Catonsville there 
isa continuous line of track that is now operdted by 
steam locomotives, which are used in hauling ties, rails 
and ballast to points along the line. The ballast is al! 
crushed stone, a stone crusher being kept in continuous 
operation, to supply ballast for the track as well as 





Fig. 2.—Side Elevation 


soms; when the frame is forged, corner brackets are 
used. For passenger service this frame is completed by 
iron safety beams and angle-iron tierods for connecting 
the jaws. 

The strains upon the truck frame for a given weight 


crushed stone for macadamizing Edmondson avenue. 
This road, which has heretofore been a dirt road, will 
te put in good order by the railroad company. 

The roadbed is as heavily built as those of stand- 
ard steam roads, The rails arejespecially heavy,, he 
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vies large and spaced closely, and the ballast of the 
best. The elevation of the outer rail, on curves, is 
great in order to provide for the high speeds at 
which it is proposed to run. One of the sharpest 
curves, that at a point on Edmondson avenue, about 
four miles from the city, where the road takes a sharp 
turn to the southwest, was recently replaced by a cut- 
off. This cut-off, about 1,200 ft.in length, was built in 
part through the land of a property owner opposed to 
the construction of the rnad. In order to prevent his ob- 
taining an injunction against the completion of this cut - 
off it was largely built during a single night by a force 
of 800 men. 

Laying of track has also been begun upon the Wash- 


ence between these two cars is above the floor line, one 
having drop doors in the side and the other not. Fig. 3 
shows the under side of the cars shown in Figs. 1 and 2. 

These cars are built of selected steel plates of high 
ductility ¥-in. thick, formed cold into channels by 
means of the Pennock rolling machine, which channels 
make the sills and the floor integral parts, the one of the 
other. The length over end sills is 34 ft. 1 in., the width 
over side sills8 ft. 6 in., while the width over stake 
pockets is 9 ft. 24¢ in. 

By this form of construction, the draft rigging is at- 
tached directly to the center sills by malleable castings 
and rivets. It will be noted that a portion of the flange 
of the steel I-beams, which form the base of the center 


a circular letter to upward of a hundred thousand 
British farmers, asking for their views on the question 
of agricultural depression and the various suggestions 
which have from time to time been made for mitigating 
or removing it. The bulk of the replies of course deal 
with agricultural questions proper. but it appears from 
the analysis that has been published that nearly half 
the farmers replying wish to see the railways of the 
country taken over by the state. Only 9 per cent. are 
content with the existing railway rates, 17 per cent. ask 
that railway tariffs shall give a preference to English 
over foreign produce. 

It can hardly be supposed that the English farmers 
have made any special study of the question of state 








ington end of the road, between Washington and Laurel. 
The work on the Hyattsville power-house is progressing 
rapidly. 

Ic is claimed that the first section, between Baltimore 
and Ellicott City, will be completed by August 1, but a 
careful inspection of the present condition of the road 
does not indicate that this will be accomplished. 

Another feature of interest regarding this road is its 
recent purchase of the Catonsville Short Line, a steam 
road between Baltimore and Catonsville, operated by 
the Baltimore & Potomac Railroad. This road, it is 
said, will soon be changed from a steam to an electric 
road, the route from the present junction of this road 
and the Baltimore & Potomac into the city to be via 
Schroeder, Pratt, Stricker, Ramsay and Young streets, 
and through private property along Gwynns Falls, 
about 3,200 ft., to the junction. The completion of this 
connection, an ordinance for which was recently intro- 
duced in the City Council, will give the Columbian & 
Maryland two direct lines to Catonsville. The present 
steam route is about one mile shorter than the Edmond- 
son avenue route and its grades are easier and fewer. 





Fig. 1.—Drop-Side Gondola Steel Car. 


sill, is cut away to receive part of the concussion 
through the draft rigging directly upon these beam 
flanges. In the height of coupler and other particulars, 
this car conforms to the requirements of the Master Car 
Builders’ Association. The Tower coupler is used on 
these cars. For the better preservation of the metal, the 
focus of the steel flanges are treated with oil or paint be- 
fore riveting and bolting together. 

The needle beams are made of rolled steel beams, 6 in. 
in depth, and weigh 12% lbs. per ft. The steel plate 
used in the body bolster is 10 in. wide by 1 in. thick, 
while the steel plate forming the end sill is ; in. thick. 
The side sills with stiffening plates and angles have a 
total depth of 18% in. between the needle beams, and 
are of themselves of sufficient strength to carry a much 
greater load than would probably ever be imposed upon 
such acar. Without the sides, the cars shown in Figs. 1 
and 2, weighs 25,860 lbs., the trucks alone weighing 
12,600 lbs. 

Special trucks have been constructed for these cars, 
calculated for a minimum capacity of 80,000 lbs. The 
axles are made from Illinois Steel Company’s open 





versus private railways, still less that their plebiscite 
represents the balance of average opinion in this coun- 
try. Here, onthe other hand, is a document recently 
published by the Chamber of Commerce of Glasgow, the 
second city in Great Britain. It seems to me so import- 
ant and interesting thatI give itin full. I must, however 
say that I doubt whether so flattering a testimonial to 
our railway system would have been signed by any other 
important Chamber of Commerce in the country. The 
questions, I may say, to which the Glasgow Chamber of 
Commerce answers are given were asked on behalf of 
the Railway Section of the Economic School in the Uni- 
versity of Wisconsin. 

Question 1. Do omens railways enter into agree- 
ments, such as are commonly known in this country as 
‘pools,’ for the division of freight earnings, or of ton- 
nage carried between competitive points, and, if either, 
which ? 

Answer. British railway companies frequently enter 
into agreements for ‘‘ pooling” the receipts of passen- 
ger as well as merchandise traffic. These ‘ pools,”’ 
commonly known in Great Britain as ‘“‘Joint Purse 
Arrangements,” are entered into by private agreement 
between the companies, and control competitive traffic 








CANNOT BURN 


Greater speed could also be made upon it, since it is largely 
through private propery. Just how the two routes will 
be operated in conjunction is not now known. 

Additional information may be found in an article en- 
titled “‘The Baltimore & Washington Electric Railroad,” 
in the Railroad Gazette of April 24, 1896,and in the 
Electric Construction Notes of May 8 and July 3 and 10 
of this year. 





Some of the Latest Steel Cars. 


—— 


In the Railroad Gazette of June 12 there appeared a 
description of several steel flat cars built by the Univer- 
sal Construction Company, of Chicago, Ill. In this issue 
are shown engravings of three new steel cars just finished 
by the same company. 

Fig. 1 is adrop-side gondola car wholly of metal, espe- 
cially designed for the coal and crushed stone trade, 
while Fig. 2 is a high side gondola car, The only differ- 


UNIVER SAL CONSTRUCTION CO. CHIECAGO. 
INDESTR UCTIBLE STEEL CAR. ° 
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Fig. 2.—Hi_h Side Gondola Stee! Car. 


hearth steel and weigh 550 lbs. each, the journal being 
48, in. x8 in. The wheels weigh 650 lbs. each. The 
Westinghouse Automatic air brake is used on al! cars. 

Fig. 4 shows a new steel hopper car forjhauling ore and 
coal. The same trucks, axles and wheels as used under the 
gondola cars, have been used under this hopper car. The 
weight of the hopper car is 25,860 lbs., the trucks weigh- 
ing 12,600 lbs. The same principles are carried out in the 
construction of this hopper car, as in the gondola car. 

The Universal Construction Company is now making 
a design for a metal refrigerator car, which it hopes to 
have completed in the near future. 





Railroad Matters in England. 





Public Opinion on Railroad Questions.—Notwith- 
standing the efforts that the railway companies are 
making to help the farmer to get his produce to market, 
still he is evidently far from satisfied. Here is a 
curious proof. An enterprising gentleman recently ‘sent 





between given points, or between certain areas, or be- 
tween, it may be, certain large towns in England and 
large towns in Scotland. 

It is not the practice to pool the “ tonnage,”’ the “* earn- 
a being the generally adopted basis for pooling 
traftic. 

Question 2. If such agreements exist, are they legal 
and enforcible as other contracts ? 

Answer. Such agreements are considered binding 
upon the railway companies entering into them; but 1t 
is difficult to state their precise legality, as hitherto 
there has been no attempt by any of the companies con- 
cerned to get rid of the obligations thus entered into. 

Question 3. Do such agreements entail [? the discon- 
tinuance of] competition to the disadvantage of the 
shipper ? 

Answer. Such agreements are not considered to be to 
the disadvantage of traders, although they may effect a 
reduction in their expenses to the railway companies 
-concerned. 

Question 4. Is there any feeling among shippers that a 
more active competition, such as exists in the United 
States, would have resulted in lower rates, or better 
service, than at present obtain ? 

Answer. We are not aware of any such feeling in this 
country* 
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_ Question 5. Have rates fallen very considerably dur- 
ing the past 20 years, and, if so,can you give any esti- 
mate of the amount of such fall ? 

Answer. The tendency during the past 20 years has 
been toward reduction of railway rates and fares. 

It is difficult to give an estimate of the amount of the 
reduction. 1t has been stated as ranging from 5 to 40 
per cent. 


will not be actually out of pocket, even if the senders 
subsequently think fit to betake themselves to their des- 
tination either by steamer o-: by a rival railway route. 
Luggage is required to be handed to the company at 
least twenty-four hours in advance. I ought to add that 
this system is in force without extra charge not only in 


greater use of steel underframes has been very distinctly 
foreshadowed; and, I think, at the proper time it will be 
of great importance that we should adopt what may be 
called a schedule of members for steel underframes, 
which would simply comprise certain stanard sections 
and certain lengths for the sections; not necessarily giv- 
ing each section but one 
length, but giving a choice 











of lengths, to suit different 
designs and stop there, limit- 
ing these standards to what 
you might call structural 
shapes; but giving the de 
signers a3 much latitude as 
possible, and not confining 
them to any standard sec 
tions which are not struc- 
tural, but leaving the mat- 
ter onen a3 to the use of any 
sections in the form of bars 
and plates. That is made 
much easier for us now b:2- 
cause only recently the As- 
sociation of American Manu- 
facturers, who are engaged 
in the manufacture of struc- 
tural shapes, have got to- 
gether and have agreed to 
limit their manufactures to 
certain agreed sections; all 
ofwhich has been published 
in pamphlet form. 


Mr. PECK: The most im- 
portant thing is the draft 
riggirg. There should bea 
standard lug, so that when 
you put atlug in a car it will 
go to San Francisco. We 
have more trouble in that 
respect than any other, and 
it would be an easy thing to 
establish a lug satisfactory 
to the association. 

Mr. HENNESSY: Weshculd 
establish standard sizes in 
archbars. It would be greatly 








Fig. 3—Under Side of Cars Shown in Figs. | and 2. 


A considerable disturbance has taken place in rates 
under the Railway Rates and Charges Order Confirma- 
tion Acts of 189! and 1892, which affect all the railway 
companies and traders in the United Kingdom. 

Question 6. Is there any dissatisfaction with the ac - 
commodation furnished the public by the railways ? 

Answer. No dissatisfaction is expressed as regards the 
accommodation furnished to the public by railways. 

Question 7. Can large shippers obtain rates, less than 
the published rate,by means of rebates, underbilling or 
better service—such as furnishing cars more romptly— 
or by other devices? In other words, are discrimina- 
tions practiced, either between persons or localities? 

Answer. The Railway Rates and Charges, etv., Acts 
have the effect of preventing any preferential rates be- 
ing given, so that, for equal traffic and equal services, 
the rates charged are the same. 

Contracts are entered into by railway companies at 
reduced rates with such parties as coal-mine owners, 
etc., who supply their own wagons, but if any undue 
advantage is given by railway companies recourse can 
be had for redress by parties aggrieved to the Railway 
Commissioners, who are appointed to deal therewith. 

Question 8. Has the English Railway Commission suc- 
ceeded in protecting the public? Are proceedings 
before it cheap, rapid and effective ? 

Answer, The English Railway Commission is con- 
sidered a fairly satisfactory tribunal by railway com- 
panies as well as by traders. Its proceedings are effec- 
tive, rapid and moderately inexpensive. 


Collection of Passengers’ Luggage in Advance.--I 
promised last month to say something as to the systems 
in force here for the conveyance, in advance of the pas- 
sengers themselves, of the luggage, of families leaving 
London for the holidays. The system in existence on 
the Great Eastern may be taken as a specimen of the 
arrangements hitherto adopted. This company under- 
takes to collect luggage by its own carts in London, to 
carry it to the pleasure resorts on its own system,and there 
to deliver it at the address given for a charge of Is. for 
any weight up to 96 lbs. and 1d. for every additional 8 lbs. 
Similar arrangements are in force for the return journey. 
The maximum distance to which this scale of charges 
applies may be said to be roughly 150 miles. The Great 
Eastern authorities are of opinion that this system has 
led to considerable abuse that in not a few cases the 
luggage is sent in this manner by train, while the fami- 
lies themselves travel to their destination by steamer 
and not by the railway at all. 

The system introduced this summer by the South 
Eastern Company is designed to meet as far as possible 
this difficulty. The South Eastern charge is a fixed sum 


.of ls. per package whatever be thesize. But in addition 


the sender of the luggage is called upon to pay a deposit 
of 2s. for each member of the family proposing to 
travel. A voucher for this sum will be given by the car- 
man who collects the luggage and subsequently accepted 
at the station booking office as part payment for the 
tickets. The carman will be expected to see that the 
number of tickets for which a deposit is paid corre- 
sponds roughly to the amount of luggage forwarded, but 
no attempt will be made to limit passengers to the pre- 
cise amount of luggage which they are legally entitled 
to carry. The South Eastern officials calculate that, hav- 
ing secured 1s. per package plus the 2s. deposit, they 


London proper but over a wide area extending some 12 
or 15 milesin each direction from the company’s ter- 
minus at Charing Cross. W. M. ACWORTH. 








Uniformity in Car Construction. 


(From the Noon Hour Inhscussions at the Master Car 
Builders’ Association ) 

Topic No. 11 was : “‘ Is it desirable to have greater uni- 
formity in car construction ? If so, arethere other parts 
of freight cars that could be wisely standardized ’ What 
parts is it most desirable to so standardize ?”’ 

Mr. R. H. SOULE : We already have standards pertain- 
ing to body construction, journal box and contained 
parts in two sizes, with the prospect before us of a third, 
also an axle in two sizes, standard wheel tread and 
flange, standard measurements for mounting wheels on 
axles, standard brakehead and shoe, certain standard 
features of the brakebeam, and the arrangement of air- 
brake gear and details. As pertaining to body construc- 
tion, we havecertain standards pertaining to the coupler, 
including contour, length, etc.,and under the code of 
recommended practice we have as affecting the body 
certain arrangements of the buffer blocks and their 
location. 

In my judgment it would be a great convenience in in- 
terchange, and alsoin clearing up after wrecks, if we 


to the advantage of car 
builders: some roads use 
archbars4 x %, 4 x 1,4 x 1}. 

Topic No. 12 was: “Can the relations between the M. 
C. B. rules and the M. C. B. standards be made more 
close, and cannot the M. C. B. rules be used as an incen- 
tive to more extensive introduction of the recognized 
standards and recommended practice ?” 

Mr. WAITT: In our M. C. B. rules one of the import- 
ant M. C. B. standards has been recognized and given 
especial prominence—the coupler. In the rules we so 
encourage the use of the M. C. B. coupler, and we did 
before the law requiring its use was passed, as to make 
it for the interest of companies to a certain extent to use 
it, and we discourage the use of the common coupler, by 
permitting the use of a substitute of any kind, provided 
it has the necessary strength and dimensions for the ser- 
vice intended. 

It has been suggested thit an M. C. B. coupler alone 
ought not to be given this prominence, but that we 
ought, by permitting the use of M.C. B. standards to a 
greater extent than we now do by our rules, encourage 
their use. Make it an object to use M. C. B. standards 
rather than some odd arrangement, by not allowing any 
claim for the substitution of some odd local standard. 
Some gentlemen do not like the M. C. B. standard jour 
nal bearing. They use something that our inspectors 
are not familiar with. A journal bearing gives out, and 
they apply another. We ought to encourage the use of 
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Fig. 4.—Steel Hopper Car. 


could establish standard distances between side bear- 
ings for the truck, and necessarily for the body; a stand- 
ard distance or height from the top of the rail to the 
side bearings. Similarily the center plates seem to be a 
place for introducing certain standard dimensions, 
which should be limited to the diameter and depth of 
the projection on the top center plate, and the diameter 
and depth of the pocket on the lower center plate, The 


standards by saying that when the bearing,which carries 
the car home, is received by the owner he may make no 
claim if the M. C. B. standard journal bearing was used; 
but if an odd bearing was used, he could make a claim. 
If the same idea is carried out with other standards. 
giving an advantage to roads which adhere toM C, 
standards, we would have a larger adoption of the.u, 
(Continued on page 508.) 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
‘0 ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 


which will be published. 
Advertisements.— We wish it distinctly understood that 


we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN TEE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 

Mr. Salem H. Wales, one of the commissioners of 
the new East River Bridge, New York, has aroused 
himself and the Commission and has attempted, 
through the daily papers, to arouse the public to the 
fact that there is such a thing as combining noble 
proportions and beautiful details with adequate en- 
gineering in the design of the new East River Bridge. 
Surely the commissioner could do the city no better 
service than to make this bridge a monument of good 
architecture as well as good engineering. That was 
one of the ends which we had in view in forwarding 
the straight-line plan with broad plazas at the ends, 
which idea, fortunately, seems to have prevailed. 
The commissioner was perhaps a little unfortunate 
in the case which he chose asa horrible example, 
namely, the Washington bridge across the Harlem 
River. He says. ‘‘ beautiful as the bridge is in its 
ensemble the details are considered by many artists 
mogf unfortunate. They are ugly and in every way 
unskillful from the architectural point of view.” He 
might have called attention to a far more painful 
case. The existing Brooklyn Bridge is one of the 
most beautiful things in the world as seen from the 
Harbor, but as seen end on it is ugly and almost 
squalid. If Mr. Wales wants to stimulate the im- 
aginations of his brother commissioners he cannot do 
better than to take them to City Hall Park, and show 
them this melancholy example of how meana splendid 
thing can be made to look. We wish him complete 
success in his effort to get his fellow-commissioners 
to consent to the co-operation of a first-class architect 
with their able and faithful engineer. 














The First Duty of the Day. 





“ Dawid .. . escaped tothe caveof Adullam . . 
and every one that was distressed and every one that 
was in debt and every one that was discontented 
gathered themselves unto him.” 

The action of the Adullamites who lately masquer- 
aded as the Democratic National Convention has 
made the path of duty perfectly straight and plain 
for every man who loves his country and for every 
sober citizen who has anything to lose; be it the sav- 
ings of his industry and self-denial ; be it his hope of 
future prosperity ; be it that security in “life, liverty 
and the pursuit of happiness ” for which his ancestors, 
and perhaps he Limself, fought and suffered. That 
duty is to work and to vote for the election of 
William McKinley. We can say this with absolutely 
no political bias. In the small group of men who 
control the policy of the Railroad Gazette are Republi- 
cans, Democrats and Mugwumps, and no one of them 
abandons now the political principles that have 
guided him heretofore; but all are united, without 
hesitation or reservation, in hoping for and working 
for the success of the Republican ticket in this Presi- 
dential campaign. 

In fact this is not a party contest; it is a contest 
for the preservation of the financial system of the na- 
tion ; for the preservation of the nation’s reputation 
for common business honesty, and for the safety of 
the social institutions under which we live. The 
Chicago platform and the Chicago nominee stand for 





the destruction of allthese. The most conspicuous 
and immediate purpose of the Adullamites is to 
bring about free coinage of silver and to force the 
nation to silver monometallism, along with a few 
nations not yet civilized. 

This they will fight for with great enthusiasm and 
unanimity. But they look forward to still more fatal 
changes in our national policy. These changes are 
indicated in the platform andin the speeches which 
found the greatestest acceptance at the Convention. 
Let us examine specilficall) the demands of the plat- 
form. 

‘* We demand the free and unlimited coinage of both 
silver and gold at the present legal ratio of 16 to 1, with- 
out waiting for the aid or consent of any other nation. 
We demand that the standard silver dollar shall bea 
full legal tender, equally with gold, for all debts.” 

This, of course, means silver monometallism. No 
man who knows anything about the history of finance 
can doubt that. Gold would simply go out of the 
country and we should go toa silver basis, and all 
debts not specifically payable in gold would be payable 
in silver. Some of the leaders have already acknow]l- 
edged openly that this is precisely what they are aim- 
ing at—to permit the debtor to pay his debts in de- 
based currency, and this possibility seems to be one 
of the most attractive features of the movement, to 
many people. 

‘“We favor such legislation as will prevent for the 
future the demonetization of any kind of legal tender 
money by private contract.” ; 

Schemers and theorists have tried this time and 
again, but have always failed. Setting aside all con- 
sideration of justice, and setting aside the moral ob- 
jections to attempting by law to interfere with the 
right of contract, one great practical fact will for- 
ever prevent the successful working of a scheme to 
forbid a man to specify the kind of money in which 
he will be paid. If he cannot specify and collect, he 
will simply decline to make contracts. 

‘* We are opposed to the policy and practice of surren- 
dering to the holders of the obligations of the United 


States, the option reserved by law to the government, of 
redeeming such obligations in either silver coin or gold 


coin.” 

This means, of course. that if the makers of this 
platform can have ther way, the United States 
government will pay its debts in a deprecia'ed cur- 
rency. 

“We are opounet to the issuing of interest-bearing 
bonds of the United States in time of peace.” 

This forbids the use of the nation’s credit in an 
emergency, and would lead to national bankruptcy 
whenever, through the foolishness of its governors, 
or through other misfortunes, the nation found its 
treasury empty. z 

‘* We are opposed to any agitation for further changes 
in our tariff laws except such as are necessary to meet 
the deficit caused by the adverse decision of the Supreme 
Court on the income tax. We declare that it is 
the duty of Congress to use all the constitutional power 
which remains after that decision or which may come 
Srom its reversal by the Court as it may hereafter be con- 
stituted,” etc. 

Plainly, this indicates the purpose of the people 
who framed this platform to levy a discriminating in- 
come tax and it shows their willingness to pack the 
Supreme Court, if necessary, to that.end. Contempt 
for the courts and willingness to corrupt or degrade 
them is the most dangerous condition of mind that 
a free people can drift into. 

‘We are in favor of the arbitration of differences be- 
tween the employers engaged in Interstate Commerce 
and their employees, and recommend such legislation as 
is necessary to carry out this principle.”’ 

This is an impracticable dream of a few philan- 
thropists and of many professional ‘‘friends of labor.” 
Fortunately, it has so far been impossible to put it 
into the form of effective law, for it would be de- 
structive ot industrial enterprise. 


‘““We demand the enlargement of the powers of the 
Interstate Commerce Commission and such restrictions 
and guarantees in the control of railroads as will protect 
the people from robbery and oppression.”’ 


This shows very plainly what the railroads would 


have to expect. 


‘* We denounce arbitrary interference by Federal au- 
thorities in local affairs as a violation of the Constitution 
of the United States and a crime against free institu- 
tions, and we especially object to government by injunc- 


tion.” 
Here is indicated the purpose toturn over the great 


communities to unrestrained riot. This clause of the 
platform is the protest of Altgeld and the other 
Anarchists against that courageous and judicious 
exercise of Federal authority which recently re- 
strained them from stopping the commerce and busi- 
ness of the country, and probably restrained them 
from destroying a considerable part of the city of 
Chicago. 

‘* We are opposed to life tenure in the public service. 
— We favor suck an administration of the Civil 


Service laws as will afford equal opportunities to all citi- 
zens of ascertained fitness.” 


This is the familiar, tricky assault on the move- 
ment for the reform of the Civil Service, which reform 


will probably correct some of the most serious evils 
of our political system. 

This platform is the most remarkable and the most 
dangerous expression of policy that has ever been 
made by any important body of men since our nation 
began. If this policy could prevail, it would not only 
destroy the credit of the nation, but 1t would destroy 
the free institutions under which we live. Of course 
it cannot prevail ultimately, but it would be disas- 
trous to humanity if it could prevail in this nation, 
even for a short time. That is why we say that it is 
the duty of every patriot to fight the Chicago plat- 
form with all his might and main. We shall hope 
later to Show how and why every owner of railroads, 
every railroad officer and every railroad employee, 
even the humblest, has a special interest in the over- 
whelming defeat of the Adullamites. 








Gross Earnings for June and for Six Months. 

Railroad gross earnings for June were a little better 
than had been expected. showing an increase of 8.29 
per cent., or more than $2,400,000 over the same 
month in 1895, according to the reports of the Finan- 
cial Chronicle. An improvement in traffic in the last 
week of the month accounts for much of the 
increase. The conditions in the month were not differ- 
ent from those of the previous three months, when the 
highest rate of increase was a little over four 
per cent., following upon increases of 11 per cent. 
and 13.5 per cent. in January and February. 

The movement of grain, which has been large each 
month this year, continued heavy in June, and the 
relatively better earnings reported are due largely to 
this traffic. The reports of the Northwestern roads 
show this in a marked degree. In this group the Wis- 
consin Central is the only road reporting decreased 
earnings. Large increases are shown by the Chicago, 
Milwaukee & St. Paul, the Great Northern, the Cana- 
dian Pacific, the Northern Pacific, and the ‘* Soo” 

road. The Southern roads, too, continue: to show 
larger increases than most other groups, except the 
Grangers. While the cotton crop failure has caused a 
decrease in revenue from that traffic, the South- 
western rvads have been more seriously affected than 
tne more distinctively Southern lines. Moreover, the 
cotton traffic is generally about over by June, but 
this year the movement continued through that 
month, the receipts at Southern ports and shipments 
overland being large. - 

The earnings for the six months, of 120 roads, oper - 
ating 95,600 miles increased over $15,268,000. Add- 
ing the returns of 88 roads for five months, the gross 
earnings of companies operating 153,000 miles were 
over 408 million dollars, an increase of 20 millions 
or 5.16 per cent. over the first half of 1895. In the 
latter year the comparison showed a gain of 12 
million dollars or 3.23 per cent.; the earnings in 1894 
showed the great loss of over 74 millions. 16.5 per 
cent. 

As the year has advanced there has been a con- 
stantly diminishing volume of business, as the trade 
conditions have become more unsatisfactory. The 
heavy crops last year and the large grain traffic have 
helped:some of the roads. The lines in the granger 
group have shown the largest increases each month, 
and the Pacific roads also have reported fair in- 
creases. The spring wheat carrying roads have 
gained handsomely, the Chicago, Milwaukee & St.. 
Paul reporting for the six months an increase of over 
two millions, the Great Northern an increase of $1, 
448,000; the Canadian Pacific, $1,591,000; the North- 
ern Pacific $712,000; the ‘‘Soo” line $562.000, and the 
Chicago & Northwestern $1,985,000 for five months. 
These are the largest increases reported, except a 
gain of $722,000 on the New York Central; of $1,292,- 
000 on the Pennsylvania for five months, and of over 
$1,227,000 on the Norfolk & Western, which had a 
coai strike in 1895. The corn carrying roads have not 
gained proportionately from the large corn crop, be- 
cause its movement has been restricted by the low 
prices, but the Burlington gained $695,000. The 
Southwestern roads. generally report heavy decreases, 
the Texas & Pacific $244,000 and the St. Louis South- 
western $164,000. The Big Four has a decrease of 
$340,000 and the Philadelphia & Reading a loss of 
$900,000 for five months. The roads in the middle 
western states and in the eastern states, so far as re - 
ported, generally show losses, and their returns show 
the unsatisfactory conditions in the manufacturing 
states. 

In examining the figures of movements of commod- 
ities we find an almost uniform increase. ‘hus. the 
sh pment; of eastovund freight from Chicago were 
about 1,840,000 tons to June 30, but the ship- 
ments of the second quarter were much less than in 
the first three months of the year. Grain receipts at 
Eastern seaboard points were 96 million bushels, an 
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increase of 41 million bushels, and receipts at West- 
ern primary markets increased 76 million bushels. The 
¥eceipts of grain at Minneap. lisan.) Duluth, the spring 
wheat centers, were especially heavy, while the win- 
ter wheat ports on Lake Erie report decfeases in wheat 
and in other cereals. The cotton traffic fell off largely. 
Receipts at Southern outports were only 1,537,000 
bales, a loss of over 705,000 bales; overland shipments 
were 235,000 bales less, a total decrease in the cotton 
movement of 940,000 bales. During the half year 
there have been no disturbing conditions to affect rail- 
road revenue. There have been no rate troubles, no 
labor strikes, no storms seriously interfering with 
traffic, or doing damage requiring heavy renewal 
expenditures. The serious condition affecting reven- 
ues has been the disturbed state of business, which 
has been constantly grow ing wo1se. 








Postage on ‘R. R. B.” Letters. 





The Postmaster-General has notified the railroads 
that he intends to enforce the long-standing law for- 
bidding the transmission of letters or any written 
papers on railroad trains unless the same are inclosed 
in government stamped envelopes—that is, unless 
postage is paid upon them. The only exception in the 
law, as related to railroad service, is that way bills 
may be carried on the same train with the goods As 
most way bills are now sent by passenger trzins to 
save time, this exception is of little value, and the 
practical effect of the enforcement of the law would 
be to impose upon all railroads a very heavy annual 
bill for postage. As a law forbidding a carrier to 
carry his own property at his own expense is unrea- 
sonable on its face, this statute has always been 
a dead letter ; so much so, that the regulation of the 
Post-Office Department forbidding railroad employees 
to carry letters, makes an exception of *‘ letters or 
packets relating tu some article carried by the same 
railway car or to the business of the railroad on which 
they are carried.” The last dozen words, however, 
appear to have been added by some department 
official without the authority of any specific act of 
Congress, so the Postmaster-General is free to abro- 
gate them whenever he shall see fit ; and this is what 
he has now done. 

There can be no question of the soundness of the 
principle that the Government, to give efficient mail 
service, must preserve its monopoly; for atunda- 
mental part of the theory on which the service is es- 
tablished is that the populous sections of the country, 
where carrying letters is profitable, shall bear a por- 
tion of the burden of carrying them in the thinly 
settled districts where the cost per letter is greater. 
If competition were allowed it would deplete the 
Government revenues at the larger cities and leave it 
with such a burden that the rates of postage would 
have to be advanced. The adjustment of the laws 
protecting the post-office monopoly, is, however, 
a ditticult matter and involves interminable hair- 
splitting by the officials. The nature of this hair- 
splitting is familiar to every one in the regulations 
for mailing newspapers and in the provisos and ex- 
ceptions of the clauses relating to merchandise. The 
prohibitive laws have led to numerous suits in the 
courts and consequent judicial decisions, and these 
have necessitated alterations in the regulations of the 
Post-Office Department. The courts, in cases where 
the law is insufficient or ambiguous, endeavor to base 
their decisions upon common sense; this naturally 
suggests a similar course to the administrative officers 
who make the regulations of the department, and the 
fact may explain the exception of ‘‘R. R. B.” letters 
above referred to. 

Aside from the main object of promoting the easy 
communication of intelligence—and the term **in- 
telligence ” does not necessarily include a great deal 
of what is transmitted through the mails outside of 
one-ounce letters and a small portion of the news- 
papers and magazines—there is no important ques- 
tion of principle involved in excluding from or in- 
cluding in the mails any particular thing; the matter 
is to ba decided almost entirely by expediency. Ad- 
vertising sheets should not go at the same rate as legiti- 
mate newspapers because the advertiser sends too large 
a proportion of what is not true “ intelligence.’ 
Merchandise must be rigidly limited because the postal 
principle of ignoring distance in making charges can- 
not rightfully be applied to articles of any considera- 
ble weight or bulk. 

Recognizing the principles involved, -and beyond 
that looking only to expediency, wherein is the 
post office or the public harmed by the transmis- 
sion of railroad letters in the baggage car instead of 
in the mail car? The justice of the postal regula- 
tions is based on the assumption that the post office 
can carry every one’s letters better than any other 
instrumentality can do the service ; but this is not the 


case with the railroad officer. His trains are more 
frequent than mail trains, and his delivery generally 
quicker (on account of the saving in distance). The 
railroad agent often has occasion for annoyance at de- 
lays due to the use of the mails by sonie correspond- 
ent. Again, the post.office regtilations permit any 
person to carry letters for another, if he does it with- 
out compensation ; we: cannot see but that this pretty 
nearly covers, in principle, the carrying of railroad 
letters by an employee of the road. 

It seems to be understood in som2 quarters that 
the the thing aimed at by the Postmaster General’s 
circular is the transmission of railroad letters over 
two or more railroads, a practice which is supposed 
to be carried on without much regard to what 
business the letter refers to. It is true thata ‘‘rail- 
road mail exchange ” such as exists in Chicago gives 
the appearance of an establishment intended to rival 
Uncle Sam’s, and the general use of the term ‘‘train- 
mail” by railroad men helps to keep up the sem- 
blance of a competing post office, but we cannot im- 
agine that more than an exceedingly small fraction 
of the letters carried by baggage men are on other 
than the legitimate business of the railroad over 
which they are carried. A letter from Portland, 
Me.. to Portland, Or., presumably refers to some 
actual passenger or shipment of freight which has 
passed or will pass over precisely the same route, and 
the presun ption is, we say, almost sure to be well- 
founded. If the railroad officer in Maine wishes to 
write to Oregon concerning some shipment that has 
gone around Cape Horn—that he desired to get. but 
didn't---the intermediate roads ought not to carry his 
letter; but the answer to that supposition is that pro.- 
ably he would not use the *‘train-mail” in such a 
case. Even if he did the fraud on the Government 
would be infinitesimal—about the same as that of a 
fly getting a free ride on the wheel of the President’s 
phaeton at Buzzard’s Bay. The carriage of a waybill, 
tracer. letter or receipt from New York to Chicago by 
the Erie road when the business to which it refers 
went over the Pennsylvania would theoretically be a 
violation by the Erie of the letter and the spirit of the 
law; but as railroad letters are written only when 
necessary and not just for fun, and as mis-routing of 
this character would occur as often on one road as an- 
other it isnot apparent where the injustice would 
come in. 

As we have already remarked, a railroad officer 
often makes an appreciable saving in time by sending 
a letter to another officer, or to one of his station 
agents, by the baggageman instead of sending it 
*‘up-town” to the post utfice half an hour befoie 
train time, only to incur a similar delay at the other 
end of the route. Tosend by mail in such a case is 
unnecessary and unreasonable, and the only thing to 
be said about a law making such a requirement is 
that it ought to be repealed. It would be equally 
fair to say that a telegraph or telephone superintend- 
ent should not communicate with his distant offices 
by wire on the company’s own business. The railroad 
man who wishes to get the benefit of this saving of 
time for his personal letters ought, perhaps, to put 
such letters in government stamped envelopes; but to 
enforce such a requirement with equity would bea 
difficult matter. 








The Custom House officers, who have to be on the look- 
out against fraud every day inthe year and every hour 
in the day, have to employ extreme measures, and have 
sometimes gone so far as to explore a diamond smug- 
gler’s mouth. Tne railroad service has not yet got 
down to quite so fine a detail as that, but the tendency 
in that direction is growing, and amusing instances of 
ingenuity in giving respectable people what they want, 
while repressing those who want too much, are 
frequently observed. The latest of this sort is a 
ruling recently reported by a correspondent as having 
gone into effect on the Southern Railway. It says 
that baby carriages ‘“‘containing articles other than 
pillows, blankets and robes belonging thereto will be 
turned over to the express company or the freight de- 
partment, unless the owner removes the objectionable 
articles.” Whatcan it be that they carry in these in- 
nocent vehicles? We have recently seen a picture. in a 
lumLer dealer’s advertisement, of a load of pine boards 
being delivered on one of them; but that was legitimate 
business—if the dealer could afford it. If our Southern 
friends will pardon us for being tale bearers we will 
tell them of a heinous imposition far worse than 
any baby carriage game, and to which they 
are liable everyday, even in districts where the 
people are toe poor to own even a unicycle, to say 
nothing of such luxuries as four-wheelers. This game 
is played with a baby, without the carriage. For the in- 
formation of Northern readers, we will explain that the 
laws in Southern States forbidding negroes to ride in the 
same car with ‘‘ white folks” make an exception in 
favor of a negro nurse attending a white child. Well, 
there are numerous good old colored women, brought up 
in more or less refined surroundings, who loathe the 


scciety of ordinary whisky-soaked and swearing “ nig- 
gers,’’ and these women, when they have occasion to take 
a railroad journey, find a most repulsive obstacle in the 
rule requiring them to go into the Jim Crow car; and to 
get around it they have devised just the simplest trick 
in the world—they borrow a white baby and take it 
along with them. We make no charge for the informa- 
tion, but, on the other hand, we can offer no remedy for 
the imposition. It is not half so easy to stop it as it is 
todetect a demijohn under a pink and white embroidered 
carriage blanket. 








In our issue of June 19, page 436, appeared a short de- 
scription of the beautiful new trains recently. put into 
service on the East Coast line from London to Scotland. 
These trains, it will be remembered, have some features 
which heretofore have been peculiarly American. They 
have end doors, corridors the length of the cars, Gould 
platforms, vestibules and couplers, Gold steam-heating 
apparatus and the Westinghouse quick-action brake. 
The first of these trains made its trial ran Monday, June 
29, with a party of nearly 100 invited guests on board. 
With them went several officers of the Great Northern 
Railway. .\t York the party was joined by officers of 
the North Eastern, and at Newcastle by officers of the 
North British. According to the account given in 
Transport, “the stately vehicles were a most imposing 
sight. ‘(he complete train is over 520 fr. long, each car- 
riage being 66 ft. Perhaps the most distinctive feature 
of the new trains is the excellence of the third-class ac- 
commodation. :Save in the color of the upholstery it is 
hardly different from the first class.” Engineering says 
of this enterprise: “After a very long life the British rail 
way carriage’ with its independent compartments begins 
to show signs of having passed its meridian.” As jour- 
neys become longer the disadvantages of the English 
system begin to be more generally felt. The privacy and 
exclusiveness so much prized are thought to be dearly 
purchased by imprisonment without food and warmth. 
We may add that the privacy and exclusiveness are 
largely imaginary. One can have it to be sure for a 
small tip, almost always, but 1f he takes his chances he 
is liable to find himself in close contact with company 
which may not be pleasant. From considerable experi- 
ence in both countries we are disposed to_think that one 
has more rea] privacy in an American Pullman ear than 
in the English compartment car; yet we recognize some 
of the comforts of the latter and have never been dis- 
posed to think that the Englishmen clung to it through 
sheer stupidity. In fact. we do not apprehend now any 
sudden or ragical change in English practice, except it 
may be for afew long-distance trains. 








In the Electrical Engineer of July 8, General Herman 
Haupt, President of the General Compressed Air Com- 
pany, replies to an article on the efficiency of compressed 
air for street-car motors, by Robert Lundell, which ap- 
peared in that journal June 10. There is but one point in 
the controversy to which we wish to call attention. Gen- 
eral Haupt says: ‘‘ Mr. Lundell gives an elaborate calcu 
lation on the efficiency of air compression to demonstrate 
that to compress 2,600 cu. ft. of free air per minute to 2,000 
Ibs. will require 2,480 H. P. Any of the manufacturers 
of first-class compressor plants will contract to perform 
this service at about one-half of this calculated horse 
power and guarantee the results. This should be ac- 
cepted as conclusive.”” Thisis unfair to Mr. Lundell’s 
figures. He did find that it took 2,480 H. P., with an 
efficiency of 27 per cent., when the compression was 
adiabatic; that is, when no heat was allowed to escape 
during compression. But he also found that it took 
but 1,138 H. P., with an efficiency of 44 per cent., when 
the compression was isothermal; that is, when all the heat 
generated by compression is instantly carried off. Gen- 
eral Haupt took this higher value, which is not tne true 
one. The fact is, neither value is correct since we do not 
know the exact law of compression. Mr. Lundell was 
aware of this and said that an efficiency of 40 per cent. 
can be assured, or about 1,250 H. P. This is very close to 
the result that General Haupt claims the manufactur- 
ers will contract to give. This is an important point, 
and it is satisfactory to note that theory and practice 
agree, as they usually do when both are sound. 








The report of the British Board of Trade on the use 
continuous brakes on the railroads of England up to 
Dec. 31, 1895, has just been received. We find that 99. 
per cent. of ali carriages, etc., and 997 per cent. of al: 
engines are fitted with brakes which comply with the 
requirem.nts of the Board of Trade. At the end of 
June, 1888, the percentages were 62 and 61 respectively. 
Of atotal of 11,510 engines 8,567 are fitted with the 
automatic vacuum apparatus and 2,943 with the West- 
inghouse automatic. Of 64,460 carriages, etc., 44,611 are 
are fitted with the vacuum, 19,849 with the Westing- 
house. The apparatus which complied only partially 
with the requirements of the Board ot Trade has prac- 
tically disappeared. In 1888 there were in use 1,689 car- 
riages and 774 engines with the chain brake, including 
the brake in use on the North London Railway. Of 
these only four carriages remain and no engines. The 
Smith vacuum, which was considerably used in 1888, 
namely, on 1,529 engines and 7,641 carriages, is practi- 
cally out of use. Six engines and 20 carriages only are 
reported as being equipped with it now. 
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NEW PUBLICATIONS. 





Annual Report of the > Engineer of the City of 

Providence for the year 1895. 

The annual report of Mr. J. Herbert Shedd, City En- 
gineer of Providence, for the year 1895 has been received. 
The report contains its usual elaborate tables, compiled 
from meteorological observations taken during the year. 
These tables show the fall of rain and melted snow dur- 
ing each storm, and the duration of each storm in hours 
during the year, with a summary giving the number of 
times, from 1877 to 1895 inclusive, that the depth of rain- 
fall of each storm has been the nearest to a series of 
amounts ranging from one-hundredth of an inch to eight 
inches. Other tables show the monthly and annual 
depth of rain and melted snow from 1832 to 1895 inclu- 
sive; the daily observations during each month, monthly 
summaries for the year 1895 and monthly temperatures 
since 1880. A summary of statistics of the Providence 
Water Works, in accordance with the suggestions 
adopted by the New Evgland Water Works Association, 
is also given. 

Work on the foundations of the Ernest Street Sewage 
Pumping Station was begun on February 11, 1895. These 
foundations are to form, as nearly as possible, a mono- 
lithic structure of Portland cement concrete, the only 
brickwork used being in the lining of the pump wells 
and the invert to the screen chamber. Section 16 of the 
sewer will pass under the Providence River and is being 
built by tunneling. Work was begun on April 1, 1895, at 
the west bank; a shaft was first sunk to a depth of 50 ft., 
and the tunnel then pushed out at the depth of 44 ft. The 
tunnel is 774 ft. in length between centers of shafts, four 
feet interior diameter with walls one foot thick, and is 
lined with brick, the steel plates forming the outer shell 
being placed so as to break joints. The tunnel was 
driven in silt or mud, with occasional thin streaks of 
sand. 

The topographical work at Roger Williams’ Park has 
been completed, and maps showing contours for each 
two feet of elevation have been made. 

Considerable bridge work has been done during the 
year, calling for a large amount of work from the de- 
partment. The new Red bridge was opened for travel 
Dec. 23. The first iron bridge at this location was com- 
pleted in 1872, and its removal was begun in February, 
1895; it was found that all the concealed parts were 
rusted badly, in some places as much as 20 per cent. 
being eaten away. The new bridge is 48 ft. wide. The 
masonry consists of two abutments, two draw rest piers 
and a circular central pier, on which the draw revolves. 
The driveway floor is of steel shapes riveted together 
and supported on 15-in. I-beams; the trough shapes are 
leveled with hydraulic concrete and covered with 2 
in. ot asphalt. The sidewalk floor is also of steel, and 
raised 6 in. above the driveway; it is also leveled with 
Portland cement, and covered with asphalt. Two 20-H 
P. Westinghouse electric motors are used for operating 
the draw. On the main horizontal shaft is placed an 
equalizer, to divide the power equally between the two 
pinion gears. A full table of receipts and expenditures 
by the department for the year 1895 is contained in the 


report. 


Electricity and Magnetism. By Francis E. Nipher, A. 
M , Professor of Physics and in charge of Electrical 
Engineering of the Washington University, St. Louis. 
Guarte, 426 pages, with 147 illustrations. St. Louis: 

ohn L. Boland Book and Stationary Co., 1895. 

Professor Nipher’s work is a mathematical treatise on 
electricity and magnetism. The general scope and plan 
of the work is given in the preface, in which he says, 
“There has been no attempt to avoid any legitimate 
analytical method because it is not popularly known, 
but on the other hand there has been no attempt to 
avoid wasting the time of the reader over puzzles and 
obscurities which are made difficult and called easy. 
All the resulting equations are illustrated by numerical 
examples which are fully solved, so that those who do 
not care to follow the mathematics may easily and safely 
use the resultsin the work of designing. . . . The 
aim has been to secure clearness and preserve the logical 
unity of the treatment which has been attempted.” 

The plan of the author has not been to bring the book 
down to the understanding of the student, but rather to 
lead him up in a logical order to the more difficult 
mathematical analyses. The following are the topics 
that are discussed in the order in which they appear in 
the book : Attraction, potential, electro statics, capacity, 
eaergy, magnetism, electric currents, variable currents 
with constant potential source, alternating currents, iron 
cores in electric magnetic systems, and units. He closes 
with a chapter in which are given the solution of some 
abstruse but important problems. About one-half of the 
book is taken up by a treatment of thechapters on eleztric 
currents, variable currents with constant potential 
source and alternating currents. The solved numerical 
examples after all the equations is a commendable 
feature of the work. 

The book has been written for advanced under- 
graduate students, but we question if it will find a field 
as a text book except in post-graduate courses. Anyone 
desiring a purely mathematical treatment of the subject 
will find the matter in this book well arranged and pre- 
sented in a masterly manner. 





Proceedings of the Society for the Promotion of Engi- 
neering Education. Volume III., for the year endin 
September, 1895. Published by the Society: C. Fran 
Allen, Massachusetts Institute cf Technology, Boston, 
Mass., Secretary. Price $2.50. 

The third annual publication of the Society icv the Pro- 


motion of Engineering Education has made its appear- 
ance. In the Secretary’s report it is stated that 32 
additional members were received during the year 1894- 
1895, making a total membership of 188. The book con- 
tains a large amount of valuable literature upon 
technical education, which will be read with great profit 
by those interested in the subject. Some of the topics 
of especial interest are: Entrance requirements for engi- 
neering colleges, the scope of an engineering college, 
specifications for text books, graduation, thesis and 
degrees; also outlines of study in mechanics, physics, 
astronomy and biological science for enginee~ing 
students. The paper on courses in civil, sanitary, me- 
chanical, mining and electrical engineering are espe- 
cially valuable. 


The Technic. The Annual of the Engineering Society of 
the University of Michigan; edition of 1896. Pub- 
lished at the University of Michigan, Ann Arbor. 
Price 50 cents. 

This volume has 182 octavo pages and contains some- 

thing more than 20 articles by as many different writers, 

besides a register of the engineer alumni of the Univer- 
sity of Michigan. Among thenames of the contribut- 
ors those of Prof. Charles E. Greene, of the University 
of Michigan; Prof. R.C. Carpenter, of Cornell: Prof. 

De Volsen Wood, of Stevens; Mr. George Y. Wisner and 

Professors M. E. Cooley and J. B. Davis, of the Univer- 

sity of Michigan. 





Transactions of the Association of Civil Engineers of 
Cornell University. Edition of 1896. Published by 
the Association at Ithaca, N. Y 

The annual of the Cornell Engineers’ Association is an 

octavo pamphlet of 121 pages containing lists of mem- 

bers and graduates and nine papers, these last includ- 
ing anumber of addresses delivered by non-resident 
lecturers. 








TRADE CATALOGUES. 





Thornycroft Water-Tube Boilers.—Messrs. John Platt 
& Co., of New York, have issued a small pamphlet, in 
which is described the Thornycroft water-tube boilers. 
These boilers are used principally on torpedo boats in 
France, Germany, America, etc., and the total number 
now in use or in the process of construction represent 
an aggregate of over 200,000 H. P. It is possible in these 
boilers to raise steam in 20 to 30 minutes and more 
quickly if desired. The Thornycroft patent automatic 
feed regulator is also illustrated and described. The im- 
portant feature of this invention is the method adopted 
for enabling the float to be adjusted to stand at a definite 
height, although the amount of valve-opening required 
to admit sufficient feed water varies with the different 
rates of speed. 





Watertown Direct-Connected High-Speed Engines.— 
The Watertown Steam Engine Company, of Watertown, 
N. Y., has issued a 24-page pamphlet in which are pre- 
sented simple and compound, horizontal and vertical 
engines directly connected with electric generators of a 
number of the standard types. The direct connection of 
the dynamo to the engine is rapidly growing in favor, 
and this little pamphlet will be useful to those inter- 
ested in the subject. The half-tone engravings are of an 
exceptionally high order. 





The Hudson River Day Line (New York and Al- 
bany steamers) has issued a new excursion pamphlet for 
1896, which contains the usual very complete lists of 
routes and rates and of Catskill Mountain resorts, and 
there are full page pictures facing nearly every page of 
the text. The matterin the book seems to have been 
compiled with great care, and evidently affords a very 
complete manual of the field it is designed for. 








Uniformity in Car Construction. 


(Continued from page 505.) 





THE WHEEL TREAD. 

Topic No. 14was: ‘Is the present M. C. B. standard 
shape of wheel tread and flange the best that can be de- 
signed for service ?” 

Mr. BARR: I have a blue print here which reveals the 
fact that our present adopted dimensions won’t go quite 
together ; you have to squeeze them a little bit. In the 
present standard the fillet in the throat is %&-in. 
radius. We started from the center line of the rail with 
a 10-in. radius, gradually decreasing the radius to 
4gin., and that gained in the throat quite an amount 
of metal to wear off. in addition to that we gained the 
tendency, if the truck runs to one side, to run up on the 
fillet and guide itself away. The result has been a very 
decided decrease in flange wear; and one of the most 
serious sources of expense in {the use of wheels is the re- 
jections from flange wear. The tread is horizontal for 
1,3, in. outside; by horizontal, I mean the tread is cy- 
lindrical, and from that point it passes off with a curve, 
which leaves the outside of the tread considerably easier 
and less projecting than in our present standard, which 
isa very good thing in going over frogs. These are 
minor points, but we feel that there is a good deal of 
money in them. 

DEFECTIVE PACKING AND OILING. 

Topic No. 15 was: “Is the provision in the M.C.B. 
rules for charging owners in brass replacements on 
foreign cars inconsistent with the proper care of cars 
while on foreign lines, as to lubrication of journals ; and 
in the}generally prevailing strife throughout the coun- 


tcy in the direction of satisfactory oil record, is it proba- 
ble that no oil will be replaced on foreign cars when a 
wrong bearing is replaced at the owner’s expense ?”’ 

Mr. WAITT: Mr. Preston, who introduced this subject, 
canno' be here. ‘The idea is that there is a tendency on 
the part of some companies, when they replace the jour- 
nal bearings at the owner’s expense, not to give the 
proper packing, and therefore on many occasions the 
bearings would heat. I do not know whether the rest 
of us are having any experience of that kind, and surely 
none of us here would countenance for a moment plac 
ing a journal bearing ina car belonging to some other 
company, withholding the proper attention to oil and 
waste which is needed.J 

Mr. BARR: ITagree with Mr. Waitt; I do not believe 
our men would do anything of the kind; but last 
month’s report shows that 47 per cent. of our hot bear- 
ings were on foreign cars, and Iam alittle inclined to 
think that our men are not as particular with foreign 
cars as they are with their own. 

Mr. Day: It would be foolish not to give the cars the 
proper attention as far as greasing is concerned. We do 
not want the foreign cars set out on our line any more 
than we want one of our own cars. We take good care 
when we put a journal bearing on a foreign car to give 
it a thorough packing and lubricating, to get it over our 
line safely, and it does not appear to me that any of us 
would be guilty of such a thing as withholding this 
attention, if we knew it. 








Improved Wheless System for Electric Railroads. 


Doubtless most of our readers are familiar with the 
Wheless system for electric roads as given in the Rail- 
road Gazette of July 26 and Sept. 13, 1895, It is the pur- 
pose of this description and explanation to dwell upon 
the improved system as developed by the Electro-Mag- 
netic Traction Company of West Virginia, and by the 
Westinghouse Company. 
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Fig. 1.—Connections for the Improved Wheless System. 


Fig.1isadiagram showing the connections for the 
system. The lower portion of the figure shows the car 
connections. 

The collecting bars, which are supported from the car 
truck by adjustable links, are long enough to make con- 
tavt with the former group of buttons before breaking 
contact with the rear set, thus making a continuous 
flow ofcurrent from the feeder so that no flash will 
occur when the bar leaves a button. 

To start the car, the connecting bars being already in 
contact with one group of contact plates, the batterv 
switch is closed and the 
current passes from the ‘ 
bar to the battery plate, 
thence through a fine coil 
magnet in the switch box 
and back to the storage 
battery C, as shown in the 
diagram. The magnetism, 
thus produced, raises the 
armature of the magnet 
and brings into contact 
two pairs of carbon discs. 
The current from the feed- 
er now passes through the 
carbon contacts and a 
coarse coil on the magnet 
marked in Fig. 1, as series 
coil, thus assisting in hold- 
ing the switch closed, and 
thence t» the motors by 
means of the positive con- 
tact button and the corre- 
sponding collecting bar. 
From the motors the cur- 
rent passes to the rails or 
ground as usual. As the 
car moves forward the two 
collecting bars come in- 
to contact simultaneously 
with the two buttons of the 
next group and the process 
is repeated. 

The instant the bars 
leave a set of contact but- CALLA, 3 Uy paca 
tons that particular circuit i oi 
is open, the magnet arma- J Section on A-0. 
ture falls by gravity, thus 
opening the switch and 
disconnecting the feeder 
from the positive button. It is evident, therefore, that 
all the buttons are ‘“‘dead”’ excepting those directly un- 
der the car. 
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Fig. 2. 
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Fig. 2 shows how the contact plates are installei. 
They are made of chiiled cast iron, about five inches in 
diameter, and projcct about five-eighths of an inch above 
the pavement. They are mounted in blocks, A, Fig. 2, 
which are hermetically sealed into cast-iron cups having 
flanges by which they are spiked to the ties Fig. 3 
gives a sectional view of these castings, to which are 
fastened the buttons and blocks. The wires leading from 
the castings to the switches are inclosed in iron pipes. 
P is the iron contact pin. 

The switch magnet, Fig 4, which is of the horse-shoe 
type, is provided with a fine winding for the battery cur- 
rent, and a coarse winding through which the werking 
current passes. The poles hang vertically and work in 
connection with an armature attached to a bridge piece, 
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each end of which carries a carbon disc one and a half 
inches in diameter. Directly above each of these discs is 
a stationary disc mounted upon the marble bed of the 
magnet. One of the fixed carbons is permanently con- 
nected tothe positive main cable, and the other, through 
the course coil, to the positive contact button. The mar- 
ble base of the switch is secured to lugs on the interior 
of a bell-shaped cast-iron case, as shown in both views 
of Fig. 4. 

This bell restsin an annular oil seal in the cast-iron pan, 
thus perfectly protecting the switch from moisture and 
dust. The general construction is the same as employed 
on the ordinary switches. The wires pass through holes 
in the lower part of the pan and are firmly clamped in 





with a viewof furnishing a tool at once both durable 
and convenient. 

The head is made of a solid piece of hardened steel, }< 
in. thick and 2 in. long, of such form that it can be con- 
veniently held while taking measurements. It is milled 
to receive the rule or blade, which slides in a slot in back 
of head. The front of the head is beveled hack, as 
shown, to the width of the rule to facilitate the reading 
ofthe graduations. The clamping device is made in 
such a manner that by tightening the screw shown on 
front of head the blade is clamped upon both edges and 
held firmly in place. 

The blade is a 6in. narrow tempered steel rule, 
about ,; in. wide and about 4, in. thick, and can be 
easily and quickly detached from the head and used as 
an ordinary scale. The blade or rule furnished with the 
head is divided into 64ths on one side and 100ths in. 
on the other. 








TECHNICAL. 





Manufacturing and Business. 

The Schoen Pressed Steel Co., of Pittsburgh, in addi 
tion to the extensive improvements made last year, has 
now in course of construction a steel building 90 ft. x 400 
ft., which is to be equipped with hydraulic cranes and a 
full complement of machinery as an addition to its 
pressed steel truck department. 


The Sorthern Iron Car Line is negotiating for the 
purchase of 4,000 air-]»rakes for its present equipment, 


The H. B. Williams Manufacturing Co., of Chicago, 
has been incorporatec in Illinois with a capital stock of 
$240,000. It isto matufacture railroad appliances. H. 
B. Williams, H. H. Sessions and J. M. Thompson, of 
Chicago, are the inco: porators. 


New S-ations and Shops. 


S. S. Leonard has tle contract for erecting the new 
Union station at Jacl sonville, Fla., which is being built 
by the Jacksonville ‘‘erminal Company, organized by 





Fig. 6.—Longitudinal Section of Road-Bed. 


position; connection is then made with the switch and 
the magnet coils by means of three vertical split brass 
rods, which slide into receptacles on the switch base. 
The pan is completely filled with paraffine, after 
the wires are in place, thus effectually keeping out the 
moisture, - 

The junction box is similar in construction to the 
switch boxes. It contains a feeder circuit breaker on 
one side and flexible plugs for making the necessary con- 
nections on the other. Figs. 5 and 6 show respectively 
the arrangement of switches and the longitudinal section 
of roadbed. The system is now being applied to a 75- 
ton electric locomotive designed and constructed by the 
Baldwin Locomotive Works in conjunction with the 
Westinghouse Company. 


New Depth Gage and Improved Bevel. 











Messrs. Darling, Brown & Sharpe have just brought 
before the public two instruments that are worthy of 
notice. 





Improved Universal Bevel. 


The above cut shows the 3-in. improved universal bevel 
with off-set blade. The off set in the blade increases the 


cap icity of the bevel so that it may be set at any angle, 
however slight. 


The blade is 
clamped firmly 
in place by the 
thumb nut 
shown in cut. 
The top of the 
case is solid for 
14g in. back 
from the square 
end, and forms 
a rest immedi- 
ately under- 
neath the blade, 
for use when it 
is desired to ac- 
curately fit 
templets, etc. 
The case is 
about in.thick 





‘+= 
New Deptn Gace, 


and & in. wide. 
The 6-in. rule depth gage shown has been designed 


the roads entering Ja :ksonville, Fla., which are to use 
the new station. J. fF. Parrott, Vice-President of the 
Florida East Coast roid, is President of the Terminal 
Company. 

Ground has been lroken at Old Town, Me., for the 
erection of the round houses, coal sheds, etc., by the 
Bangor & Aroostook road, on land recently purchased 
by the city for the company. 


The management of the Baltimore & Ohio Railroad 
has decided definitely to build a large and modern pas- 
senger station and office building at Wheeling, W. Va. 
The damage done to the old building by the flood in 
Wheeling Creek last week was so extensive as to make 
it inadvisable to attempt to repair it, particularly as it 
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ters for all business on the Central Ohio, Pittsburg, and 
eastern divisions of the road, and train sheds and a large 
station and hotel will be provided. 

Iron and Steel. 
The annual meeting of the Minnesota Iron Co. was 
held recently, and officers elected as follows: President. 
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Fig 5.—Arrangement of Switches for Double Tracks. 


D. H. Bacon; Vice President, Henry Seibert; Treasurer, 
A. J. Paterson, and Secretary, C. P. Coffin, 

A meeting will be held in Philadelphia this week, by 
the pig-iron manufacturers of the Eastern and Central 
states, for the purpose of forming a pool to prevent over- 
production and the further cutting of prices. The manu- 
facturers in the Mahoning and Shenango valleys have 
received letters from George Brooke, Chairman of the 
Eastern Pig Iron Producers’ Association, including the 
Lehigh, Schuylkill, Susquehanna, New Jersey and Vir- 
ginia regions, asking their assistance in the formation 
of the pool. 

The Basic City Furnace Co. has been organized at 
Basic City, Va., with William Kaufman, President; C. 
N. Wise, Vice-President; M. H. Leonard, Secretary, and 
D. H. Winegard, Treasurer. The Bon ore bank has 
been purchased and will be developed at once. 

The American Steel Co., organized in West Virginia, 
will operate the Premier steel plant at Indianapolis, 
Ind., in the interests of the American Tin Plate Co., of 
Elwood, and the American Wire Nail Co., of Anderson. 

The Franklin Steel Casting Co. is building an addition 
to its machine shop at Franklin, Pa., 180 ft. x 100 ft. A 
new open-hearth furnace, a sand mill and two electric 
cranes are also being put in. The company has orders 
for 32,000 sets of M.C. B. couplers, which compels the 
putting up of a separate building of 200 ft. x 100 ft. 

Plans are being prepared for an open-hearth steel plant 
of three 30-ton furnaces for the AXtna-Standard Iron and 
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Fig. 4.—The Switch Magnet. 


has long been inadequate for the business at Wheeling. 
The entire buiiding, train sheds and accessory building; 
are being razed. A two story frame building has been 
erected at the corner of Twentieth and Main streets into 
which a!'l the offices have been moved until a new station 
is built. Chief Engineer Manning left Wheeling Mon- 
day night for Baltimore with three sets of plans for the 
station, one of which was to be decided upon this week. 
Each of these contemplates a separate location for the 
new building. Plans have been also drawn for 
new buildings at Benwood Junction, opposite Wheel- 
ing. The junction will be made the terminal headquar- 


Steel Co., Bridgeport, O. It is probable that this plant 
will be erected and put, in operation before the end of 
this year. It is stated that the stockholders have de- 
cided to issue $200,000 bonds for the purpose. 

The Seaboard Air Line will build a combined passen- 
gerand freight station at Rutherfordton, N. C. 

Interlocking. 

The Standard Railroad Signal Company, of Rahway, 
N. J , has taken the contract to erect a 36-.ever inter 
locking machine for the Baltimore & Ohio Railroad at 
Mount Royal; also to erect a 20-lever machine for the 
Erie road at Arden, N. Y. 
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The Mississippi River Improvements, 


The Mississippi River Commission at recent meetings 
in New York decided to recommend that $4,500,000 of 
the $9,000,000 appropriated by Congress should go to the 
building of levees along the banks of the river between 
the northern boundary of Kentucky and the mouth of 
the river. Of this amount, it was recommended that 
$.,250,000 be spent during the first two years, and the 
remainder between then and June 30, 1900. The other 
half of the appropriation will be recommended for ex- 
penditure in accordance with the original bill for dredg- 
ing and the other expenses enumerated in the bill. 


Foreign Trade. 


French engineer, Mr. A. Blot, 40 Rue des Martyrs, 
Paris, has written to say that he would like to get into 
communication with some houses in the United States 
making wheels, rails and paper wheel centers. We pub- 
lish the fact for the information of those who are dis- 
posed to seek a market abroad. 

Cast fron Pipe for Costa Rica. 


The South Pittsburgh Pipe Works, South Pittsburgh, 
Tenn., has an order for 1,500 tons of cast-iron water-pipe 
for shipment to Costa Rica, Central America. The con- 
tract was taken in competition with foundries in the 
United States, England and Belgium. 


Gold Car-Heating System. 


The Wagner Palace Car Co, has applied the Gold du- 
plex coil system of steam heat to 15 new sleeping-cars. 
These cars are very large, being 72 ft. over bodies, 
and are to be used in service in the Chicago and Minne- 
apolis limited trains over the Chicago & Northwestern 
and Omaha roads. 

The order for heating these cars was given to the Gold 
Car Heating Co. after a thorough trial of the apparatus 
last winter on trains running between Chicago and 
Minneapolis. It was found that the apparatus had am- 
ple power to heat the cars in the coldest weather with 
either steam or fire and without any noise or pounding 
in the pipes. The Gold Company has applied the same 
system of steam heating during the last year to private 
cars of M. E. Ingalls, President, and C. E. Schaff, General 
Manager of the “Big Four” ;J. A. Barnard, General 
Manager of Peor‘a & Eastern; H. H. Porter, Chairman 
of the Board, and E. P. Broughton, General Superin- 
tendent of the Chicago & Eastern Illinois; J.G. Rawn, 
General Superintendent of the Baltimore & Ohio South- 
western; A. W. Johnson, General Superintendent “‘Nickel 
Plate,” and E. Dickinson, General Manager of the 
Union Pacific. 

Master Car Builders’ Rules ot Interchange. 


The Rules of Interchange, as revised at Saratoga, N. Y., 
in June, which go into effect on Sept. 1, 1896, are ready, 
and will be furnished at the same rates as heretofore, 
viz.: 25 copies, $1; 50 copies, $1.75; 100 copies, $3. A less 
number than 20 copies, at five cents per copy. Postage 
will be added in all cases whensent by mail. There will 
be no printing on the cover except ‘‘Revised, 1896,’”’ un 

less otherwise ordered and specified, in which case the 
additional printing on the cover will be charged addi- 
tional at cost. Parties who wish copies of these revised 
rules should make requisition on the secretary, and 
specify additional printing on the cover, if wanted. 


Letter Ballot on M. CU. B. Standards. 


At the Convention of the Master Car Builders’ Associ- 
ation held at Saratoga, N. Y., in June, 1896, it was 
decided, by motion, to refer certain recommendations 
for Standards and Recommended Practice, to letter bal- 
lot on the following subjects: - 

A.—Revision of the Standards and Recommended 
Practice. 

B.—Mounting Wheels. 

C.—Axle, Journal Box, Bearing and Wedge for Cars of 
89,000 Pounds Capacity. 

D.—Handholds and Height of Drawbars. 

E.—Stenciling of Cars. 

F.—Loading Lumber and Timber on Cars. 

G.—Loading Long Structural Material on Cars, 

The Secretary has sent out under date of July 11, the 
blank and necessary information for letter ballot. The 
votes will be counted Aug. 10. 

Ice Crusher on the Volga. 
An ice crusher whose design presents some interesting 
features has been built by Sir William Armstrong & 
Co., of Newcastle, England, for service on the river 
Volga in Russia. e vessel is both too long and too 
deep to pass througi: the canal from the river Neva to 
thea Volga, and to accomplish this passage she has been 
built in two sections, each half being a complete vessel 
in itself, having one side flat, or straight, which, when 
joined in the complete vessel, forms a center line bulk- 
head of double thickness. Each half has its own boiler, 
engine and propeller, but the rudder is connected to one 
half only, and there is but one pilot house. The vessel 
steamed from Newcastle to St. Petersburg, where. 
without dry-docking, the two sections were  sep- 
arated by removing the athwartship bolts and 
plugging the holes. Each half was then floated on to 
a canal boat, which had been partly sunk for the pur- 
pose, then shored and the water pumped out, and in that 
state passed through the canal. On reaching sufficient 
space and water the two sections were floated out and 
joined again without dry docking. 
The Steamer Middletown. 


The steamer City of Springfield, of the Hartford and 
New York Transportation Co., which for many years 
plied between New York and Hartford, was, on the 
opening of this season, replaced by a new boat, the Mid- 


dletown, built by the Neafie & Levy Ship & Engine Build- 
ing Co., of Philadelphia, Pa. The Middletown is, in many 
respects, a duplicate of the Hartford, which was built by 
the same firm and put into commission two seasons ago. 
The length was increased to 255 ft., the molded beam 
being about the same, but cellular guards were intro- 
duced, without any of the usual brace rods, making the 
deck width of the new boat 50 ft. The depth moulded is 
about 134¢ ft. The house plan was modified by construct- 
ing adouble tier of rooms amidships, giving accommoda- 
tions for 322 persons. The excessive height of freight and 
other decks was reduced. The Middletown has immense 
freight capacity, and is, therefore, well adapte to handle 
the great freight business of her owners. The inclosures 
around the machinery are of steel, and are carried up to 
the hurricane deck unbroken. As these steel structures 
are felted and sheathed, no heat is transmitted to the 
passenger accommodation, and there is no risk of fire. 
Forward on the freight deck is the Williamson steering 
engine, while in the extreme bow are the crew’s quarters, 
the galley and the steam windlass. An inclosed stair- 
way leads to the upper saloon from the forward freight 
deck. In the lower hold, forward and aft, are open 
berths for 150 passengers, special attention being given 
to ventilation, as the rooms extend only to the two lon- 
gitudinal steel bulkheads. There is a free circulation of 
air all around the boat outside of these bulkheads. 

The saloon is spacious, well lighted, and finished in 
white and gold, The staterooms give accommodations 
for 130 passengers. 

The propelling machinery consists of two vertical in- 
verted compound engines, with cylinders 20 in. x 40 in. x 
28 in. Steam is supplied by four return tube boilers 814 ft 
x14ft. There isan auxiliary boiler on the main deck. The 
engine room contains powerful pumps and other auxil- 
iaries, including an electric light plant, which furnishes 
incandescent lighting for the vessel. 

There is also a search light on the pilot house. The 
performance of the machinery and boat have thus far 
proved very satisfactory. 


Suggestions About Cutters. 


Under this title the Brown & Sharpe Company sums up 
‘‘some things that we all know, but do not always keep 
in mind,” as follows: 


Cutters should be kept sharp. As soon as there is any - 
appearance of dullness pass them once or twice in front 
of an emerr wheel. This, in the long run, will save 
time in sharpening, will prolong the life of the cutters, 
a enable them todotheir best and most rapid 
work. 

Plenty of lubricant should be used in milling wrought 
iron and steel. Lard oil is generally the best, but in 
some cases the following soda-water mixtur2 will answer 
very well: One-quarter pound sal-soda, one-half pint 
lard oil, one-half pint soft. soap, water enough to make 
ten gallons. Boil one-half hour. 

A cutter of small diameter, other things being equal, 
is better than one of large diameter. It also costs less, 
Formed cutters are usually the most economical when 
duplicate pieces are required. They last a very long 
time, and all — cut by them are practically inter- 
changeable. hen stock cutters or combinations of 
stock cutters can be made to answer the —— it is 
usually better to order these than to have special cutters 
made. 

In selecting a cutter, eo for finishing cuts, it is 
usually best to err on the side of having too few rather 
than too many teeth. ‘lhe tendency in everything, ex- 
cept finishing cuts, is toward coarser speeds and rela- 
tively slower feeds. To do its best work the cutter 
must be used in a powerful and rigid machine. 


Preserving White Oak Bridge Ties. 


The American Wood Preserving Co., of Philadelphia, 
has received, through its Southern repres entative, F. A 
Kummer, C. E., 23 South street, Baltimore, an order for 
800 gals. of timber preservative, to be used in treating 
the white oak ties and guard témbers of a bridge now 
being built by the Cincinnati, New Orleans & ‘Texas 
Pacific over the Cumberland River. Raiiroad companies 
that have used this preservative find that it has a pecul- 
iar value in penetrating and preserving hard woods. At 
the same time, its effect on soft woods is to harden, as 
well as penetrate and preserve, them. The tests of 
treated red oak on the Pennsylvania Railroad, extending 
over 13 years, have induced an important Western road 
to place a large order for use on this wood. 


Hartford School ot Technology. 
A new school, to comprise courses in steam engineer- 
ing and applied mechanics is to be instituted at Trinity 
College, in Hartford, Conn. Professorships of steam 
engineering und applied mechanics will be endowed, and 
a new building and workshop will be thoroughly 
equipped. Although the new school will be under the 
direct control of Trinity College, it will be known by 
some special title, such as the Hartford School of Tech- 
nology, which will show specifically its character. It is 
proposed that it be pre eminently a Hartford institution, 
offering special opportunities to students from Hartford 
and vicinity. The total amount needed is estimated at 
about $300,000. Many representative Hartford manu- 
facturers are interested in the scheme; among them are: 
President J. M. Allen and others of the Hartford Steam 
Boiler Inspection and Insurance Company ; Charles E. 
Billings, of the Billings & Spencer Company, and 
Francis C. Pratt and George M. Bond, of the Pratt & 
Whitney Company. 
The Ferryboat Virginia Launched, 

The iron side-wheel ferryboat Virginia, which is being 
built for the Brooklyn and New York Ferry Company, 
was launched from Roach’s shipyard, at Chester, Pa., 
on July 11. The dimensions are: Length over all, 169 ft. 
7 in.; beam, 36 ft. 61n.; depth of hold, 12 ft. 6in.; gross 
tonnage, 810.29. The motive power will consist of one 


jet condensing, beam engine with cylinder, 42.in. in 
diameter by 10 ft. stroke of piston. The steam will be 
supplied by a double flue, cylinder boiler, 28 ft. in length 
by 10 ft. 6in. in diameter. The Florida, a sister boat 
will be launched in a few weeks. 








THE SCRAP HEAP. 


Notes. 

Edward M. Clifford, the murderer of William G. 
Wattson, was sentenced this week at Jersey City, to be 
put to death on Sept. 17. 


The Detroit Tribune reports that every street railroad 
in that city now carries passengers for 3 cents each, the 
last road to adopt this rate being the Fort Wayne & Belle 


Tsle. 


The Post-Office Department is negotiating with the 
American Line (New York-Southampton) and one Ger- 
man line to deliver mails from Europe to small boats at 
the quarantine station in New York Harbor, to be taken 
directly to the railroad stations at Jersey City and to 
Forty-second street, New York City, for quick trans- 
mission to the Grand Central Station. In this way mails 
for all points outside of New York City will avoid the 
considerable delay now incurred in going to and from 
the General Post Office. 


The general and division officers of the Columbus 
Hocking Valley & Toledo have formed an organization 
for the discussion of subjects connected with their busi- 
ness, and it is called the Association of the Officers and 
Junction Agents of the Columbus, Hocking Valley & 
Toledo Railway. The Association is to hold a meeting 
onthe last Tuesday of each month and the agents at the 
terminal stations and junction points are members. The 
agents at smaller places were left out because it would 
be impracticable for them all to leave their duties at the 
same time to attend meetings. 


The Plant System of railroads has established a relief 
and hospital department for its employees, on a broad 
and comprehensive plan, and it went into effect July 1. 
A hospital has been established at Waycross. Em- 
ployees are divided into two classes, the first to include 
men engaged in the operation of trains, and the second 
allothers. There are five rates of assessment, varying 
according to the salary of the individual. Persons re- 
ceiving under $35 a month pay $1.25a month if ip the 
first class, and $1 ifin the second. The company pays 
the operating expenses and $1,000 a month into the gen- 
eral fund. 

The Manitowoc Harbor Improvements, 

The Chicago & Northwestern has let a contract to the 
Chicago Dredging & Dock Co. fora car ferry and boat 
slip near the entrance of the harbor at Manitowoc, Wis., 
with about 2,200 lin. ft. of shore protection along the 
lake. The car ferry slip will take in boats 400 ft. in 
length, 55 ft. in width ; boat slip 80u ft. in length and 60 
ft. —— e. The slip will be dredged 21 ft. below low 
water. 


A Large Tax Bill. 

The Pennsylvania Railroad last week paid into the 
city treasury of Philadelphia over $261,000 as taxes on 
its real estate in Philadelphia. The property holdings 
of the gf in the city were assessed this year at 
$20,000,000. The largest item was, of course, the Broad 
Street Station, which, including the elevated structure 
to the Schuylkill River, was assessed at $2,228,000; 
other high priced properety is the old Thirty-second and 
Market Street station which the tax officers value at 
$2,000,00U, the old navy yard in Federal street, over 
$1,0.0,000; the old office buildings on Fourth street, 
formerly assessed at $400,000, now $200,000; and the old 
Philade!phia, Wilmington & Baltimore station, $406,00u 








LOCOMOTIVE BUILDING. 


The Pennsylvania is to build eight engines at its own: 
shops for the Western Pennsylvania Division. 








CAR BUILDING. 


The Carlisle Manufacturing Co. has secured the order 
for 250 cars for the Pennsylvania, originally awarded to 
the Middletown (Pa.) Car Works. 


The Cincinnati, Jackson & Mackinaw has just received 
five new day coaches and three baggage cars. Two of 
the coaches are parlor cars, with smoking compart- 
ments. 


The Rome, Watertown & Ogdensburg has placed in ser- 
vice a number of new day coaches, seating 64 passengers. 
They have Hale & Kilburn seats, and are mounted on 
Krupp steel wheels. 


BRIDGE BUJLDING. 


se 

Burlington, Ia.—he Boara of Supervisors awarded 
contracts July 1, as follows: 42 ft. steel bridge in Yel- 
low Springs Township, Fair Williams Bridge and Manu- 
facturing Co., Ottumwa, Ia., $307.78; 38-ft. steel bridge 
in Union Township, Groton (N. Y.), Bridge and Manu- 
facturing Co., $330; 30-ft. steel bridge at Pleasant Grove, 
and 26-ft. steel bridge in Yellow Springs, C. W. Atkins, 
$225 and $185 respectively. 


Chicago.—The Board of Trustees of the Sanitary Dis- 
trict of Chicago will receive bids until September 2 for 
the superstructure and the substructure for the Elgin, 
Joliet & Eastern’s bridge on section 34, township 36, 
range 10in Will County, Ill.;and also for the super- 
structure and substructure for the Western avenue 
boulevard bridge at the intersection of Southwest 
boulevard and the main channel. B, A. Eckhart ‘is 
president of the board. 


Columbia, Miss.—Plans for a steel bridge across 
Pearl River at this pcint have been submitted to the 
County Board of Supervisors. 


Columbus, Wis.—The Cit 
contract to the Milwaukee Bridge & Iron Works fora 
bridge over the Crawfish, on the Lowell road, for $1,650. 
The bridge is to be 80-ft. single span and 16-ft. roadway. 


Cuddebackville, N. Y.—The Highway Commissioners 
of the town of Deerpark have given the contract for a 











Council has awarded the 
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steel bridge over Basha’s Kill at this place to the Groton 
(N. Y.) Bridge Co. for $650, 


Duluth, Winn.—The contract for the superstructure 
of the Duluth Superior bridge has been given to the 
Pennsylvania Steel Co. for about $250,000. Alexander 
McGaw, of Philadelphia, has the contract for the sub- 
structure, his contract being also in the neighborhood of 
$250,000. The bridge consists of two 300-ft. through 
spans and a 491-ft. draw span for double-track railroad, 
two trolley tracks and roadways and two sidewalks. 


_ Iverness, Que.—W. H Lamblv, Secretary-Treasurer 
psig tenders for two new steel bridges to be built in 
is city. 


Jersey City, N. J.—It is said that the Board of Free- 
holders has ordered plans and specifications drawn for 
a new bridge over the Morris Canal at Pacific avenue. 


Lock Herven, Pa.—The County Commissioners have 
awarded the contract for the new iron bridge near Cedar 
a Cemetery to Nelson & Buchanan, Chamberburg, 

‘a. 


Luke, Wd.—The Baltimore & Ohio has commenced 
a bridge across the Potomac at this point so that they 
can transfer cars to and from the West Virginia Pulp 
and Paper Mills without using the West Virginia Cen- 
tral tracks. 


Osceola, Me.—The St. Clair County Court and the 
Kansas City, Osceola & Southern have entered into an 
agreement to build a wagon and railroad bridge across 
tae Osage River at this place. 


Ottawa, Ont.—Mr. J. H. Balderson, Secretary De- 
pee of Railways and Canals, will receive tenders 
or the construction of a railroad bridge at Auburn, 
Ont. Specifications may be seen at the above depart- 
ment, and at the office of the Superintending Engineer 
at Peterboro. 


Paterron, N. J.—The contract for a brown stone 
bridge on West street has been given to Keepers & 
Thacher, Detroit, Mich., for $60,890. 


Penetaug, Ont.—The Grand Trunk Railway Com- 
pany will build three bridges between here and Perkins- 
eld. 


Peterboro, Ont.—The Central Bridge & Engineering 
Co., Ltd., of this place, has been awarded the contract 
for the York street bridge, Toronto. 


Rockland, Me.—The County Commissioners have 
awarded the contract for the Spruce Head bridge to the 
Wrought Iron Bridge Co., Canton, O., at $4,200. 


Shelburne Falls, Mass.—It is reported that the 
Norton Iron Co., East Everett, Mass , has received the 
contract for building four bridges on the Shelburne 
Falls and Colrain street railroad, at $7, 


_ Tilbury Centre, Ont.—The contract of building an 
iron bridge, 85 ft. long, over Big Creek, has been let to 
Cm Bridge and Engineering Co., of Peterboro, 
a A 


Wilkes-Barre, Pa.—The Traction Company has 
awarded the contract for its steel bridge over the Lehigh 
Valley tracks to North Welles street to the Pennsyl- 
vania Steel Works, Harrisburg, Pa. 


Winona, Minn.—Bids were received as follows for a 
stee] bridge on Gilmore street: pogg Bridge & Iron 
Co., $549; Gillette-Herzog Mfg. Co., Minneapolis, Minn., 
$582.50; King Bridge Co., $625; N. M. Stark Co., Des 
Moines, Ta., $576; Wisconsin Bridge & Iron Co., Milwau- 
kee, Wis., $672. The contract was given to the Chicago 
Bridge & Iron Co. 


Woodstock. N. B.--Donald Munro, Superintendent 
of Water Works, is receiving tenders for the construc- 
tion of a-steel bridge over the Maduxnakeag River, on 
abutments furnished by the town, superstructure to 
consist of spans of 40, 57 and 50 ft. each. 


Woodstock, Ont.—William Lazenby and James Vir- 
tue invite tenders for the construction of a bridge 40 ft. 
in length across the stream on the fourth concession of 
the township of Oxford. Plans and specifications may 
be seen at the office of Mr. James Virtue, this town. 


Worthington, Minn.—It is stated that bids will be re- 
ceived July 23 for the superstructures of two steel 
bridges, one of 96-ft. span. the other of 32-ft. span. John 
J. Kendlen is County Auditor. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 


Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Augusta & Savannah, 24 per cent., payable July 15. 

Burlington, Cedar Rapids d& Northern, 2 per cent., 
payable ~~ L 
Z sine Hill & Schuylkill Haven, 4 per cent., payable 

u A 

ew Orleans & Carrollton, quarter] 1.50 per share 

payable July 20. vii sided i ' 


Stockholders’ Meetings. 


Meetings of the stockholders of railroad companies 
will be held as follows: 

California Eastern, special, company’s office, Equita- 
ble Building, Denver, Col , July 24. 

Delaware River Railroad & Bridge Co., special, Cam- 
den, N.J, July 17. 
+ Lig 4 Virginia & Pittsburgh, annual, Weston, W.Va., 

ug. 11. 


Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 


The American Street Railway Association will hold 
its annual conventior at St. Louis on Oct. 24 and 25. 

The Roadmasters’ Association of America will hold 
its next annual meeting at the Cataract Hotel, Niagara 
Falls, N. Y., beginning Sept. 8. 

The Traveling Engineers’ Association will hold its 
pent ee meeting at Minneapolis, Minn., commenc- 
in pt. 

: The Roadmasters’ Association of America will hold 
its next annual convention at Niagara Falls, beginning 
on Sent. 8. , 

The Railway Signalling Club will meet on the second 
Tuesday of the monthsof J: ences March, May, Septem- 
ber and November, in Chicago. r. George M. Basford, 
is secretary, The Rookery, Chicago. 

The Western Railyay Club meets in Chicago on the 
third Tete of each month. at 2p m. 

The New York Railroad Club meets at tie rooms o1 


the American Society of Mechanical Engineers, 12 West 
Thirty-first street, New York City. on the third Thursdav 
in each month, at 8 p, m., except in June, 
August, 


July and 


The New England Railroad Club meets at Wesieyan 
Hall, Bromfield street, Boston, Mass., on the second 
Tuesday of each month. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffale, N. Y., on the second Friday of January, March 
May, September and November. at 2 p= m. 

The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
day in January, April, August and November. 

The Northwestern Railroad Club meets at the Rvan 
Hotel, St. Paul, on the second Tuesday of each month, at 


8 p. m. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow- 
ing the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The American Society of Civil Engineers meets at the 
House of the Society, 12? East Twenty-third street, New 
= on the first and third Wednesdays in each month, 
at 8 p. m. 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m, to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadnock Block, Chicago. 

The Engineers’ Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30.0. m. 3 

The Engineers’ Club of St. Louis meets in. the Mis- 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineering Association of the South meets on 
the second Thursday in each month, at 8 p.m. The As- 
sociation headquarters are at The Cumberland Publish- 
ing House. Nashville. Tenn. : 

The Engineers’ Society of Western Pennsylvania 
meets in the Carnegie Library Building, Allegheny, Pa., 
on the third Tuesday in each month, at 7.30 P. m. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month. at 8 p. m. 

The Association of Engineers of Virginia holds in- 
formal meetings on the third Wednesday of each month, 
from Septemter to May, inclusive, at 710 Terry Building, 
Roanoke. at: p. m. 

The Denwr Society of Civil Engineers meets at 36 
Jacobson Bock, Denver, Col., on the second Tuesday 
cf each month except during July and August. 

The Montana Society of Civil Engineers meets at 
Le page Mont., on the third Saturday in each month, at 

.30 p.m. 

The Engineers’ Club of Minneapolis meets in the 
Public Library ——s Minneapolis, Minn., on the first 
Thursday in each month. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 
Tuesday in each month, at 8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday of each month. 

‘he Engineers’ Club of Cincinnati meets at the rooms 
of the Literary Club, No. 24 West Fourth street, Cincin- 
nati, O., on the third Thursday in each month, at 7.30 
p.m. Address P. O. Box 333. ; 

The Engineers’ and Architects’ Club of Louisville 
meets in the Norton Building, Fourth avenue and Jeffer- 
son street, on the second Thursday each month at 8 p. m. 

The Western Foundry-nen’s Ass ciation meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. S. T. Johnston, Monadnock Block, Chi- 
cayo, is secretary of the association. 

The Engineers’ Club of Columbus, (O.), meets at 1214 
North High street, on the first and third Saturdays 
from September to June. 

The Engineers’ and Architects’ Asseciation of Southern 
California meets each third Wednesday of the month in 
the Hall of the Chamber of Commerce, Angeles, Cal. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month. ex- 
—_ in the months of July and August, at the Buffalo 
Library Building. 

The Civil Engineers’ — of St. Paul meets on 
the first Monday of each month, except June, July, Au- 
gust and September 

The Engineers’ Society of Western New York meets 
on the first Monday of each month at the Society’s rooms 
in the Buffalo Library. 


Engineers’ Club of Cincinnati. 


At the June meeting of the club, Mr. G. W. Kittredge 
read a oo giving some ‘ Incidents in connection with 
the cyclone at St. Louis on May 27,”’ which contained a 
vivid account of the storm and much information of the 
destruction wrought by it, especially to railroad prop- 
erty, and recited many peculiar and wonderful features 
illustrating the force of the wind. 

The Literary Club submitted a form of lease for the 
use by this club of its rooms which it is fitting up at its 
new quarters on Eighth street. This was approved and 
the President and Seeretary authorized to execute the 
same on behalf of the club. 

The Executive Board reported that preliminary ar- 
rangements had been made for an outing to be held on 
the 27th inst., which was concurred in by the club and 
the Board instructed to perfect its arrangements and 
announce the outing. The outing tvok flace as an- 
nounced and consisted of a visit to the works of the 
Laidlaw-Dunn-Gordon Co., at Elmwood, the works of 
the Proctor & Gamble Co., at lvorydale, the new shops, 
etc., of the Street Railway Co., at Chester Park (where 
lunch was served), the Hunt street power house of the 
Street Railway Co. and the Pennsylvania Kridge and 
the Suspension Bridge, both of which are being re- 
modeled. ‘A large number of the members of the club 
and invited guests participated. 








PERSONAL. 





—Mr.O. McGowan, Superintendent of the Northern 
Division of the St. Louis Southwestern, died on July 1, 
at Clarendon, Ark. 


—Mr. H. S. Stirling has been appointed General 
Freight Auditor of the Union Pacific, to succeed Mr. A. 
S. Van Kuran, deceased. 

—Mr. Charles F. Conn, formerly auditor of the Old 


Colony Steamboat Company, has been elected Treasurer 
of the new Boston Terminal Company. 


—Mr.C. A. Barnard has been appointei General 
Freight and Ticket Agent of the Ohio Southern & Lima 
Northern. His headquarters will bé at Springfield, O. 


—Mr. Walter G. McRae has been appointed Chief En- 


gineer of the Carolina, Tennessee & Ohio road, which is 
to be Luilt between Wilmington and Southport, N.C. 


—President T. C. Mendenhall, of the Worcester Poly- 
technic Institute, has been appointed to the Massachu- 
sow Highway Commission, to succeet Mr. G. O. 

erkins. 


—Mr. F. K, Hunger has {been aqugiated Superintend 
ent of the Knoxville, Cumberland Gap & Louisville, in 
place of Mr. L. F. Wayne. The road is now operated by 
the Southern. 


—Mr. Charles A. Shinn, formerly Chief Clerk and 
general bookkeeper in the Auditor’s office of the Wheel- 
ing & Lake Erie, for four years, has been promoted to 
be Assistant Auditor. 


—Mr. W.H. Fulton, until recently Private Secretary 
to General Passenger Agent T. J. Anderson, of the Sea- 
board Air Line, has been promoted to be Assistant 
Ticket and Passenger Agent in Atlanta. 


—Mr. Henry Coope, Assistant General Freight Agent 
of the Baltimore & Ohio Southwestern, has resigned that 
office. He has been with the Ohio & Mississippi and 
Baltimore & Ohio Southwestern roads for 31 years. 


—Mr. T. L. McKeen. recently with Isaac G. Johnson & 
Co., Spuyten Duyvil, N. Y., manu/acturers of the Thur- 
mond car coupler, has become connected with the Tro- 
jan Car Coupler Co , with office at 49 Wali street, New 

ork City. 


—Mr. S. T. Prince, of Mobile, has been appointed Re- 
ceiver for the Seaboard Railway Company of Alabama, 
in which a controlling interest was held by the lumber 
firm of Lombard & Ayres, of New York, now also in 
Receiver’s control. 


—Mr. George R. Blanchard, Commissioner of the 
Joint Traffic Association, has been granted a leave of 
absence and sailed from New York this week on the 
steamer St. Paul for Europe. He expects to remain 
abroad until September. ” 


—Mr. E. P. Wilson has been re-elected Commissioner 
of the Cincinnati Freight Bureau. The Treasurer re- 
ports that the expense to the Chamber of Commerce of 
maintaining the Bureau has been much less during the 
past year than ever before. “ 


—Mr. William M. Chase, Division Freight Agent on 
the Northampton Branch of the New York, New Haven 
& Hartford, has been appointed General Agent of the 
Central States Dispatch Fre'ght Line, at Boston. Ths 
line operates over the New Haven Road, - 


—Mr. John A. Sargent has been appointed General 
Freight Agent of the Kansas City, Pittsburg & Gulf. 
Mr. Sargent was formerly Assistant General Freight 
Agent of the Kansas City, Fort Scott & Memphis. The 
office is a new one, the company having, heretofore, had 
a General Freight and Passenger Agent. 


—Mr. Sanford Keeler, recently General Manager of the 
Saginaw, Tuscola & Huron road in Michigan, has been 
appointed, General Manager of the Interurban Electric 
Railroad, at Saginaw, Mich. Mr. Keeler was formerly 
_— Superintendent of the Flint & Pere Marquette 
road. 


—Mr. W. E. Guerin, now Vice-President and General 
Counsel of the Columbus, Sandusky & Hocking Road, 
has been elected President of the company. He formerly 
held this office, but resigned during the Receivership. 
Mr. N. Monsarrat, formeriy President of the Cleveland, 
Akron & Columbus, was appointed one of the Receivers 
and upon the organization of the new company became 
President and General Manager. He now retires on ac- 
cuunt of a change in the financial control of the road. 


—Captain Joseph Green, who has been Master Me 
chanic of the Southern railroad shops in Columbia, S. C., 
for some years, nas resigned to accept the position ot 
Superintendent of Motive Power and Machinery of the 
South Carolina & Georgia road. Heserved as an ap- 

rentice in the present Southern shops, then the Char 
otte & South Carolina shops, and remained tbere until 
1868, when he became General Foreman of the Raleigh & 
Gaston shops. This position he filled for 13 years, and 
then returned to Columbia in 1881, to become Master 
Mechanic of the Charlotte, Columbia & Augusta shops 
now the Southern shops. 


—Mr. Henry L. Morrill, Second Vice-President and 
General Manager of the St. Louis & San Francisco, who 
has been succeeded by Mr. B. F. Yoakum, has been 
General Manager of the road since June, 1886, becoming 
Vice-President in the following year. He is now about 
69 years old and has held offices since 1870 in the con- © 
struction and operating departments of many important 
roads. He was General Manager of the New York, 
Chicago & St. Louis in 1881 and 1882 during its con- 
struction. In the latter year he went to the Boston, 
Hoosac ‘Tunnel & Western, remaining there until he 
went to the St. Louis & San Francisco. 


—Mr. Arthur Sewall, who was nominated at Chicago 
last week to be Vice-President of the United States, 
has, like Mr. Garret A. Hobart, the Republican nominee 
for the same office, for many years held important 
railroad offices. He has been a Director of the Maine 
Central since 1875 and foratime was President of the 
company. He hasalso been a Director of the Mexican 
Central, the Boston & Maine, the New York & New 
England, the Portland & Rochester and various sub- 
sidiary corporations of the Atchison. He is the head of 
ship-building firm of Arthur Sewall & Co., at Bath, Me , 
is President. of the Bath National Bank and of varicus 
manufacturing corporations. 

—Col. James F. How, formerly Vice-President and 
General Manager of the Wabash road, died at St. Louis 
last week after a brief illness. Colonel How was in 
Europe at the time of the heavy storm at St. Louisin May, 
in which his home was destroyed, and he immediately re- 
turned to this country. Since reaching St. Louis he had 
been unwell. Colonel How’s earliest railroad position 
was asaclerk on the Northern Missouri road in 1869, 
He was Secretary of the St. Louis, Kansas City & North- 
ern about 1870, and in 1879 became Secretary of the 
Wabash, St. Louis & Pacific. He was afterward Vice- 
President of that road and later again Assistant Secre- 
tary, and in 1883 Assistant Secretary of the Missouri 
Pacific. When the Wabash Western was formed in 
1887 he became Secretary and Treasurer of that road 
and was elected Vice-President of the Wabash at the 
time of its organization. 

—The appointment of Mr. B. F. Yoakum as General 
Manager of the St. Louis & San Francisco road was an- 
nounced on Thursday of last week. Mr. Yoakum is at 
present Vice-President and General Manager of the 
Gulf, Colorado & Santa Fe, the Texas line of the Atchi- 
son, Topeka & Santa Fe. He has been General Manager 
of the road since 1893. Formerly he was for many years 
with. the San Antonio & Aransas Pass line during its 
cuustruction period. He was associated with Mr. Rob. 
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inson, the new President of the St. Louis & San Fran- 
cisco, on that road during the brief time that Mr. Robin- 
son held the office of President, and he left the com- 
pany’s service a few months after Mr. Robinson, when 
the control of the road was changed, and it was leased to 
the Southern Pacific. Mr. Yoakum held the office of 
Traffic Manager on the San Antonio & Aransas Pass for 
along time, but he was also General Manager and Re- 
ceiver at various periods. 








ELECTIONS AND APPOINTMENTS. 


California Eastern.—The following isa list of the 
officers of the new company: President, R. W. Wood 
bury; Vice-Presidents, D. G. Scofield and W. N. Byers; 
Treasurer, I. B. Newton, and Secretary, R. S. Seibert. 


Chicago, Hammond & Western.—The officers of this 
company are as follows: J. P. Lyman, President and 
General Manager; K. H. Bell, E. Chapman, W. P. Jen- 
kins, Vice-Presidents; J. A. Ostrom, Secretary and 
freasurer ; C. C. Chace, Auditor; Horace Tucker, Traf- 
fic Manager: W. E. Green, General Superintendent ; C. 
W. Hotchkiss, Chief Engineer. 


Chicago, Rock Island & Pacific.—F. C. Smith has 
been appointed Division Superintendent Western Di- 
vision, west of Missouri River, with office at “olorado 
Springs, Col., vice R. B. Agnew. 


Columbia, Newberry & Laurens.—C. M. Tew has been 
ap~ointed Auditor, with office at Columbia, S. C., vice 
W. A. Reach. 


Columbus, Sandusky & Hocking.—W. W. Guerin suc- 
ceeds N. Monsatrat es President. Mr. Guerin has been 
Vice-President ot the company. 


Denver, Lakewood & Golden.—W. F. R. Mills has 
been appointed General Superintendent and Purchasing 
ore te vice J. B. McCormic, previously General Superin- 
tendent. 4 


Eagles Mere.—Joel H. DeVictor has been elected 
Vice-President, with office at Philadelphia, vice John R. 
T. Ryan. 


Elkton & Middletown.—The annual meeting of the 
stockholders was held at Elkton, Md., on July 7. The 
old Board of Directors was elected, as follows: Jacob 
Tome, Henry Welsh. S.C. Rowland, Samuel Rea, George 
S. Wooley, John P. Greene and H. H. Brady. 


Florence & Cripple Creek.—W. ¥. Jones has been ap- 
pointed Auditor, vice W. Kopfer. 


Georgia Midland.—The reorganized staff has been 
announced by Vice-President Baldwin, of the Southern. 
All the old officers remain with division titles instead 
of general titles. Mr.C. W. Chears and Mr. C Jones 
are retained as Superintendent and Division Freight and 
Passenger An, eer The line between Mc- 
Donough and Columbus will be known as the Columbus 
Division of the Southern. The following officers will 
have their headquarters at Columbus: C. W. Chears, 
Superintendent; Clifton Jones, Division Freight and 
Passenger Agent, and D. E. Williams, Jr., Commercial 
Agent. 


Grand Trunk —The store department at Detroit, 
Mich., has been abolished and all the clerks except four, 
released, including Mr. Lorimer. the general store- 
keeper, who has been with the Grand Trunk for 37 years. 
For the last 25 years he has been at the head of the store 
and purchasing department at Detroit. Mr. Lorimer 
declined the offer of another position with the com- 
pany. 

Little Kanawha Valley.—At a meeting of the stock- 
holders of this road, held at the company’s offices in 
Parkersburg, W. Va.,on July 11, the following were 
elected directors: Judge John J. Jackson, G. E. Smich, 
R. Rector, W. A. McCosh. H. C. Jackson, Governor 
William A. MacCorkle, W. E. Fleming, J. M. Hamilton 
and J. S. Withers. he directors immediately organized 
by electing Henry C. Jackson, of Parkersburg, W. Va., 
President: J.S Withers, of visage Vice-President; 
William A. MacCorkle, Secretary and Treasurer, and V. 
B. Archer, General Counsel. 


Louisville, Evansville & St. Louis.—The position of 
Assistant General Freight Agent has been abolished, 
and C. D. Morris, who has filled the position, has been 
made chief clerk to the General Freight and Pvessenger 
Agent. 

la A. Clark. who has been Passenger Car Dis- 
tributor of the “* Big Four” has resigned to go to this 
road in charge of the Car Accountant’s office. 


Mount Lowe.—A meeting of the creditors of the com- 
pany was held at Pasadena, Cal., last week, to elect three 
of thecreditors as directors to represent all the creditors. 
The resignations of T. P. Lukens, P. M. Green and A. 
P. West were accepted and their places. filled by J. M. 
Johnson, I. B. Newton and F. L. Baker. The new 
board organized by electing Prof. T. S. C. Lowe, Presi- 
dent; I. B. Newton, Treasurer, and F. L. Baker, General 
Manager. 


North Carolina.—The stockholders of this road, now 
a division ‘extending from Goldsborough via Raleigh 
and Greensboro to Charlotte, N. C., 300 miles) of the 
Southern Railway under a 99-year lease, held their an- 
nual meeting at (;reensboro, N. C., last week. The state 
of North Carolina owns two-thirds of the stock of the 
road, and the following directors were nominated on 
the part of the state: S. B. Alexander, W. C. Maxwell, 
L. S. Overman, V. E. Turner, B. F. Spruill, J. J. Young, 
C.W. Johnston. P.B. Ruffin, who has held the position 
for over 25 years,,was re-elected Secretary and Treasurer, 
with headquarters at Burlington, N.C. 


Northern Pacific.—Frederick C. Salter, of Buffalo 
has been appointed General Agent of the road, with 
headquarters at New York City. 


Peoria, Decatur & Evansville.—H. W. Matters having 
resigned, W. J. Lewis has been appointed Purchasing 
Agent, with headquarters at Evansville, Ind. Appoint- 
ment effective May 18, 1896. 


Quakertown & Eastern.—The officers of this company 
incorporated last week are: John Jameson, Bloomsburg, 
Pa., President, and John J. Ott, Pleasant Valley. Pa.; H. 
H Souder, Quakertown; James H. Shelley, Richland- 
town: Henry S. Funk, Springtown; H. C. Coleman, 
Norristown; David A. Fluck, Richlandtown, and Henry 
S. Mill, Springtown, Pa. 

St. Louis & Hannibal.—J. C. Thurman having re- 
signed the we of General Auditor to accept service 
elsewhere, J. M. Worland has been appointed to fill the 
vacancy. 

St. Louis & San Francisco.—At a meeting of ttie 
Board of Directors in New York last week the fol Mniee 


officers were elected: D. B. Robinson, President; B. F. 
Yoakum, Vice-President and General Manager ; Frank 
H. Hamilton, Secretary and Treasurer; E. C. Henderson, 
General Counsel; L. F. Parker, General Solicitor; A. 
Douglass, General Auditor: Horace Porter, Chairman of 
the Board of Directors. All the officers of the company 
will have their headquarters in St. Louis. 


Tennessee, Virginia & Georgia.—The incorporators of 
this company are Edward A. Richards, Hoke Smith, W. 
S. Witham, G. V. Gess. J. W. English, of Atlanta, Ga.; 
Alonzo B. Cornell, Henry A. Blake, Henry E. Knox, 
Jas. Gilfillan, Francis M. Ferguson, of New York City. 


Wheeling & Lake Erie.—Charles H. Shinn has been 
appointed Assistant Auditor of the company. 


White River Valley & Western —The incorporators 
of this company are G. A Haggerty. President; G. H. 
Candee, ‘Lowell, Mass.; Charles Babbridge, Brooklyn, 
N. Y.: Kgbart Seg York; George P. Bassett, 
Cincinnati; Nathan B. Williams, Jack Walker, W. H. 
Whitlow, W. I. Cook, Fayetteville. The headquarters 
will be at Fayetteville, Ark. 








RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 


Allegheny Valley.—The actual work of construction 
has been commenced by the company on the new brancb 
from Brookville, Pa., on its low-grade division to the 
Hayes timber tract. This branch road was recently in- 
corporated as the Brookville Railroad and will be about 
12 miles long, going through rich timber and coal lands, 
It is expected that the line will be completed bv October. 


Ashboro & Montgomery.—The tracklaying has just 
been commenced on this road. which is practically an 
extension of the Aberdeen & West End road of North 
Carolina, being owned by the same interests. The graa- 
—— the line was begun in May last, J. ‘I’. Pruden, of 
Ashboro, being the contractor. It is being built from 
Star, the terminus of the Aberdeen & West End road, 
westerly through Randolph County to Ashboro, the 
county seat, a distance of 23 miles. The new road con- 
nects the Seaboard Air Line and the Southern Railway. 
A.F. Page is President of the company and E. G. Se- 
groves, of Asberry, N. C., is Chief Engineer. 


Ashland & Wooster.—This proposed road is to ex- 
tend from Sandusky to Cadiz, O., and is intended to 
open up the coal fields now being developed in the south- 
western part of the state. 


Buffalo & St. Mary’s.—The tracklaying on this road 
in Elk County, Pennsylvania. was finished last week. 
This completes a line of 35 miles between St. Mary’sand 
Clermont, Pa. It was,built by the owners of the St. 
Mary’s & Southwestern and Clarion River roads in 
Northern Pennsylvania from Shawmut through St. 
Mary’s to Clermont, where a connection is made with 
the Western New York & Pennsylvania. 


Butler & Pittsburg.—The contract for building the 
30 miles from Braddock, Pa., to the Monongahela River, 
Pa., has been awarded to C. I. McDonald, of Pittsburg 
and work will be begun immediately. Mr. McDonaid 
has sublet a contract for grading 10 miles south of But- 
ler, to the Ferguson Contracting Co., of Corning, N. Y.; 
for the 2 miles north of the Allegheny River, to T. A. 
Maselli, of Columbus, O., and for all the masoury, ex- 
clusive of tunnel work, to Grady, Coda & Co., of Beaver 
Falls, Pa. The contract of Mr. McDonald includes the 
grading and masonry work tothe Monongahela River 
and involves about 1,259,000 cn. yds. of earth. The con- 
tract price is about $700,000. It is said that 3,000 men 
will be employed on the work. 


Centralia & Chester.—The extension of this road to 
Salem, I1l., has been completed and it is expected that 
trains will be running on the line this week or next. 
The new line is about 14 miles long and is an extension 
of the present line now in operation to Centralia. The 
total length of the road with the new line will be 75 
miles, the western terminus being at Evansville. 


Central of New Jersey.—Burke Bros., of Scranton, 
have begun work on the extension at the old Enterprise 
breaker, which will be carried from that point to Port 
Blanchard, Pa. This will form a connection with the 
Erie & Wyoming Valley, and will give the company an 
independent line to scranton. and will also give the 
Erie & Wyoming Valley an entrance into Wilkes-Barre 
over the Central tracks. The immediate object of the 
branch is the coal traffic. 


Charleston & Macon.—Five parties of engineers are 
in the field surveying the first division of this road from 
Charleston to Allendale, §.C., about 80 miles. The work 
is being done under the direction of A. W. Swanitz, 
Chief Engineer of the Security Construction Co., which 
is to build the road. Mr. Swanitz was recently the Chief 
Engineer of the New Orleans & Western road. : 
Strang & Co., of 15 Wall street, New York City, have 
the contract for grading this division of the line and will 
probably shortly let sub-contracts. he line is to con- 
nect with the Carolina Midland road at Allendale or 
Greenwood, the point of intersection not having been 
finally determined. 


Chester & Becket.—The Massachusetts Railroad Com- 
missioners will give a hearing on the petition for the 
formation of thiscompany, at their‘office, 20 Beacon street, 
Boston, this week. The new toad will extend between 
the towns named in the title and connect with the Hos- 
tou & Albany at Becket. The new road will reach gran- 
ite quarries at Chester, and will be five miles long. 
General Crane, of Dalton, Mass.,is one of the projectors. 


Chicago, Hammond & Western.#This road is in 
operation between Blue Island, IIL, and Whiting, Ind., 
making connections with about 15 of the roads entering 
Chicago from the east and south. There is in course of 
construction a line from Blue Island, Ill., north and 
east, crossing all the western and southern railroads to a 
point on Lake Michigan, making a complete belt line. 


Corralitos.—It is said that the projectors of this road 
south of El Paso, Tex., into Northern Mexico have ar- 
ranged the terms of the modified concession with the 
Mexican Government and secured its consent to the 
transferring of the concession, which was originally 
granted to Luis Huller. It is said that important finan- 
cial interests in New York City are interested in the 
building of the road, Judge T. S. Crosby, of El Paso, 
being the local Manager. ‘The line extends into important 
mining districts in Northern Mexico, the proposed ter- 
minus of the line being at Corralitos, about 160 miles from 


El Paso. . The line may be extended to Guerrero, about 


300 miles from El Paso. It is claimed that the first 
division extends through fine agricultural and timber 
lands as well as a mineral district with excellent. water 
power. 


Easton & Northern.—The grading of the extension 
between Thirteenth street, Easton, Pa., and a point in 
Palmer Township, near Edelman’s crossing, will be 
started on Aug. 1 by Miller & Miller, contractors, of 
Nazareth, Pa. The road is now operated by the Lehigh 
Valley, and the extension will give it a better connec- 
tion with that company’s tracks. 


Eureka & Klamath River.—An extension of this 
railroad is now in course of construction, from a point 
on the north bank of Mad River, north of Vances, north 
through the town of Arcata, thence to the town of 
Samoa, the proposed terminal on Humboldt Bay, and op- 

site Eureka. ‘The proposed extension is 10 miles long. 

f this about seven miles was built between Jan. 1 and 
July 1, 1896. 


Florida Southern.—The change of gage on this 
division of the Plant System from 3 ft. to standard was 
made on Saturday last, July 11. The Florida Southern 
is that division of the Plant System running from 
Palatka, through Ocala and Leesburg to Brooksville, 
Fla., about 14€¢ miles. The road hasan important fruit 
traftic and with the change of gage an improved train 
service will be put on, which it is thought will save over 
six ho~rs on this division of the road. 


Glen Jean, Lower Loup & Deepwater.—Trouble 
over the right of way at the initial point of this road is 
seriously delaving the construction work. The company 
was recently incerporated in West Virginia to build 
from Gien Jean on the Dunn loup Branch of the Chesa- 
peake & Ohio north — creeks to Deepwater, 
and across the Kanawha River to a connection with the 
Kanawha & Michigan road, a distance of 16 miles. The 
road when built will open up a soft coking coal district. 
Arrangements have been made in Chicago for funds to 
build the line, and it is stated that the building of the 
road will be commenced as soon as the right of way can 
be secured. ‘The first six miles of the road will involve 
some heavy work, but there are no tunnels, and the last 
six miles will be fairly easy work. The only bridge will 
be that across the Kanawha River. The cost of construc- 
tion is estimated at $556,000, including the bridge across 
the Kanawha River, and the bonds of the company for 
this amount have been sold in Chicago. The Secretary 
is J. W. Davis, of Coffman, W. Va., and the Chief En- 
gineer is J. M. B. Lewis, of Lynchburg, Va. 


Greensboro & Ore Hil!.—This road, narrow-gage, ‘s 
being graded between Greensboro and Ore Hill, N. C., 
10 miles. The road is being built by the Greensboro Iron 
& Steel Cu., which will begin regular operations some 
time this month. The lineis to be used chiefly in haul- 
ing iron from the mine at Ore Hill to the furnace at 
Greensboro. It will probably also be equipped to haul 
passengers and general freight. Rails have been 
ordered from the Carnegie works and locomotives and 
freight cars will be bought. Heal M. Worth is the 
General Manager of the company. 


Greenville & Mudson.—About one-fourth of the 
construction work on this branch of the Lehigh Valle 
in Jersey City is reported completed. So far no trac 
has been laid. The length of the line is little over 2 
miles in length. It will extend through Jersey City an 
will be a connecting line of the Lehigh Valley. The 
following firms have contracts on the road: John 
Shields, Betz Building, Philadelphia; Lehigh Construc- 
tion Co.. South Bethlehem, Pa.; George W. Rogers & 
Co., 44 Broadway, New York City: Elmira Bridge Co, 
Elmira, N. Y.: Holmes & Cogan, 953 Garfield avenue, 
Jersey City, N.J. Walter G. Berg, of Jersey City, Prin- 
cipal Assistant Engineer of the Lehigh Valley, is Chief 
Engineer of the new branch. 


Hoxie, Pocahontas & Northern.—Surveys for this 
short road in Northeastern Arkansas have now been 
completed and the active work of construction will be 
commenced immediately. The charter for the line was 


only issued a few months ago, but it is already under 
contract to the Hartford Construction Co., of Little 
Rock, Ark., of which W. B. Worthen, who has been in- 


terested in railroad building in Arkansas for many 
years, is President. The grading work will be very 
light, the country through which the road is to be built 
being almost level. The route is from Hoxie north 
through Walnut Ridge to Pocahontas, the county seat 
of Randolph County, one of the northern tier counties 
of Arkansas. The distanceis 15 miles. The St. Louis, 
Iron Mountain & Southern and Kansas City, tort 
Scott & Memphis intersect at Hoxie The officers state 
that the muney to build the road has been secured. ‘the 
President of the company is Maxwell Coffin, of Little 
Rock, Ark., and the Chief Engineer is N. S. Woods, of 
Hoxie, Ark. 


Hutchinson & Southern.—An extension is to be built 
from Cameron, Kan., near the southern state line, to 
Pond Creek, Okla. The contract has been’given to W. A. 
Bradford, Jr., & Co. 


Kansas City, Pittsburgh & Gulf.—The building of 
the mountain section, which is to extend 25 miles to the 
north of Horatio, Ark., is being rapidly pushed for 
ward. The work has been let to five contractors, and 
3,000 men are now employed. 


Lima Northern.—Tracklaying has been completed 
near Adrian, Mich. This isthe point to which the road 
was originally projected, but the plans have been 
changed, and it will now be extended to a junction with 
the Wabash road at Detroit Junction. Grading is ncw 
completed and tracks laid on the entire road between 
Lima, O., and Adrian, Mich., and regular trains will 
shortly be put on between Lima and Detroit, entering 
the latter city over the Wabash tracks. 


Maine Central.—The company is laying about 40 
miles of new rails on various divisions of the road this 
summer, using a 70-1b. rail, which has been adopted as 
standard by.the company. Early in the spring about 15 
miles of second track was built, but at present no work 
of this kind is being done. A newspaper report that 9v- 
lb. rails were being laid on the road to Bar Harbor is 
erroneous, 


Manitoulin & North Shore.—Engineers have recently 
gone over the route cf this road in Ontario to estimate 
the probable cost of construction, and it is thought that 
at an early date work will be commenced. Mr. Jas. Has- 
keth, of Toronto, Ont., is the engineer in charge. 


Mexi:an-Guatemala Colonization.—E. B. Barry, 
of Philadelphia, General Manager, has just returned 
from Mexico, where he has been perfecting the plans of 
the company. in which Western and Eastern capitalists 
are interested. The company popes to build a line 
along the west coast of the state of Cluapas to a point 
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within 18 miles of the Guatemala frontier. a distance of 
200 kilometers, and a branch line into the interior. The 
Mexican Government has granted a subsidy of $6,000 per 
kilometer on the coast line and of $8,000 per kilometer 
on its branch line. Besides tbis it has been granted a 
concession by thestate of Cluapas of $1,000 per kilometer. 
The company is capitalized for $10,000,000 and will soon 
issue $5,000,000 of bonds. 


Mexican Roads.—Manuel Algara has a concession for 
the construction of a road from the town of Tezuitlan, 
State of Puebla, Mex., to Perote, State of Vera Cruz. 
Work must be commenced within 18 months. 


Minneapolis & St. Louis.—The new branch. 18 miles 
long, from Winthrop, on the main line,to New Ulm, 
Minn., has been completed. It will be called the New 
Ulm branch, and will give New Ulm an outlet to the 
St. Paul and Minneapolis and a new route to Duluth. 


Mobile, Jackson & Kansax City.—Letters have been 
recently published in the Mobile papers from the officers 
of this company, who are now in England, stating that 
they have made financial arrangements for constructing 
the road. ‘The project is an old one, and several years 
ag?some miles of road hed was graded cut of Mobile, 
Ala. The route is from Mobile northwest to Jackson, 
Miss., and a final location has been made the entire dis- 
tance. he contract for the construction work as a 
whole has been let to the Gulf City Construction Co , of 
Mobile, and there appears to be good prospects for much 
work to be done this year. The work will not be verv 
difficult, the maximum grades being 528 ft. to the mile 
and the maximum curves 4deg There is one drawbridge 
to be built 290 ft. long with anproaches and three fixed 
snans of 125 ft. each. There will als» b: much trestling. 
Te officers are F_B. Merrill, President; ". W. Nicol, 
Chief Engineer; R. H Stratton. Secretary, all of Mobile. 


Montaua Cent‘al.—The trestles anil bridg2s at 
Wicks Hiitland Butte Hill are being replaced by solid 
fills with masonry arches. A new steel bridge is to take 
the place of the high trestle at Corbin, Mont., and the 
masonry work on the piers is now wnderway. The 
bridge will be 100 ft. high and 760 ft long. Another 
improvement just completed is the cutting down of the 
grades between Helena and Clancy, from 80 ft. to 44 ft. 
to the mile. Nearly two miles of sidings have been 
built this year between Great Falls and Butte. 


Mt. Jewett & Smethport.—Contractor McCowb has 
about completed this line from Mt. Jewett to Gallup, 
Pa., adistance of nine miles B. F. Hazelton, the prin- 
cipal owner of the line, has agreed to extend it on to 
Smethport, Pa., providing the people of that town se- 
cure him the necessary right of way. This will proba- 
bly be done. 

New Roats.—The building of the new railroad for 
hauling lumber to Truckee, Cal., from the large lumber 
forests in the vicinity of Independence and Webber 
lakes, will soon be begun. 


Northern Pacific.—A large amount of work 1s to be 
done in rearranging and enlarging the yards east of 
Spokane, Wash. The trestle near that point is also to 
be filled up. Fully 150 men will be employed until fall. 
It is estimated that the total cost will be not far from 

250,000. R 

Ohio River & Charleston.—It has been definitely de- 
cided tu build a branch line of this road from Blacks 
burg to Spartanburg. S. C., via Gaffney City, Clifton 
and Glendale. The survey was begun last week. 


Patten & Sherman.—President A A. Burleigh, of 
Houlton, Me , has been in New York this week to order 
rails and other construction material for this road. The 
work of grading is now about completed to Patten, 
about 10 miles east of Sherman, Me., where the new 
road branches off {from the main line of the Bangor & 
Aroostook. The grading is being done by the company’s 
forces, no contracts being let. It is expected to have the 
track-laying completed promptly and the line opened 
for operation by September. A further extension of the 
line beyond Patten for six or nine miles has been pro- 
posed, but the officers of the company have not de- 
cided definitely to construct this new line. 


Peoria & Pekin Union.—The second track work on 
this line, between Peoria and Pekin, Pa., about 10 miles 
altogether, is now practically completed. The only 
work remaining to be done is the building of the last 
bridge on the line and the laying of the track across the 
structure. It is expected that the new track will be 
ready to be put in use in a few days. 


Philadelphia & Reading.—Several hundred tons 
of 80-lb. rails are being put in the track of the mountain 
section on the Gettysburg & Harrisburgh branch be- 
tween Hunter’s Run and Starners, Pa., to replace 56-lb. 
rails. 


Pittsburgh & Northwestern.—The preliminary sur- 
veys for this road between Pittsburgh and Newcastle, 
Pa, have been recently completed. At present no active 
work is being done on the project, but a meeting of the 
Board of Directors will be held at Pittsburgh this week 
to decide upon plans for the construction of the line. 
The distance between the points named isabout 47 miles, 
and the route surveyed goes through Coraopolis, Mon- 
aco, Beaver Falls and New Castle Junction. The maxi- 
mum grade is 25 ft. to the mile, and the maximum curv- 
atures 6 ay The officers of the company are: Will- 
iam Flinn, President; W. C. Lynne, Secretary and Treas- 
urer, and J. W. Patterson, Chief Engineer, all of Pitts- 
burgh, Pa. Mr. Flynnis well-known from his’ connec- 
tion with street railroads in Pittsburgh and other large 
corporations in that city. 


St. Johns & Lake Eustis.—The line has now been 
made standard gage, the change from the 3-ft. to stand- 
ard gage having been made on July 11 last. The road 
is operated as one of the Plant lines and is about 47 
miles long, extending from Astor to Lane Park, Fla. 


St. Joseph Valley.—An extension ts so be built from 
Berrien Springs to Benton Harbor. Mich., and will reach 
a rich portion of the western Michigan fruit belt. Work 
will be begun at once and it is hoped that the earnings 
2 the new line will pat the entire road on a paying 

asis. 


St. Louis, Peoria & Northern.—The company is 
uilding a connecting line from Mount Olive to Litch- 
field, Ill., aud when completed the company will run 
hrough trains from St. Louis to Springfield. 


Sand Creek & Sulphur Springs.—This company has 
been recently incorporated at Pine Bluff, Ark., with a 
canis stock of $20,000. the directors are Frank Ken- 
dall, George W. McLead and M. F. McWilliams. The pro- 
a road is to extend from a point on the Mississippi 
cater & Malvern road to Sulphur Springs, in Jefferson 

Jounty. 

This momapepy has been incorporated in Arkansas to 

build a road from a point on the Mississippi Valley & 


Malvern road, where it crosses Sand Creek to a point 
at or near Sulphur Springs in Jefferson County, Ark. 
The stockholders are N. T. White, Frank Kendall, Geo. 
W. McLead, Ed McGann and M. F. McWilliams. The 
directors are Frank Kendall, Geo. W. McLead and M. F 
McWilliams. 


San Francisco & San Joaquin Valley.—Grading 
from the north to the San Juan River has been nearly 
completed, and tracklaying will be completed to the 
river by July 25, when the bridge will have been finished. 
The contract for grading from the river to Fresno, Cal., 
has been let to Grant Brothers and J. D. McDougald, 
and they will place 159 teams at work next week, in ad- 
dition to the force now at work. The grading will reach 
Fresno by Aug. 1, and the tracklaying will be finished 
by Aug. 15. 

Silverton Northern.—This road has recently been 
completed for six miles north of Silverton, Col., through 
the mountains of San Juan County, Col. The present 
terminus is at Eureka, but it is proposed to extend the 
road to Mineral Point, five miles further. The line has 
been built by Otto Mears, the builder of the Silverton 
road and the Rio Grande Western, and reaches a gold 
producing district. North of Silverton the line follows 
the Animos Valley, crossing the river as Howardsville 
and again at Eureka. It is expected that the line will 
be finished to Mineral Point by October next. The esti- 
mated cost of the road is placed at $600,090, a considera- 
ble nart of the cost being avanced by the mining com- 
panies, which will be reached —— track of the new 
line. A further extension from Mineral Point to Lake 
City, 25 miles further north, is talked of, but on account 
of the heavy work which would be required, involving a 
tunnel three-quarters of a mile long, it is not likely that 
the line will be extended beyond Mineral Point at 
present. Fred Walson, of Denver, is Pre-ident of the 
new company. 


Southwest Arkansas & Indlan Territory.—This 
road is being extended from a point three miles from 
Antoine, Ark., to the site of a new town to be known 
as Pine City, a distance of 10 miles, into Pike County, 
Ark. The grading has already been completed. With 
this new extension the road will be 35 miles long. 


Stone Mountain.—Surveys are now being made on 
this line from Roaring River st»tion on the Northwest- 
ern North Carolina road, a division of the Southern, 
north to Stone Mountain, about 18 miles. The location 
has been made for part of the way and the rights of way 
are now being secured, but there is nothing definite as 
to when the new line will be placed nnder construction. 
G. W. Hinshaw, of Winston, N. C.,is the President of 
the new road. 


Sumpter Valley.—Work has been begun on an ex- 
tension from McEwen to Sumpter, in Baker County, 
Or. It is to be built before winter, and will probably 
be eventually extended into Grant County. 


Toronto, Hamilton & Buffalo.—Mr. A. Piggott, of 
Hamilton, Ont., has been awarded the contract to build 
the spur line to connect the Grand Trunk and Toronto, 
Hamilton & Buffalo. The work will cost about $250,000, 
the time for completion being fixed at four months. 


Opper Hudson.—The preliminary surveys of this 
line have recently been completed between Corinth and 
Palmer to Glens Falls, N. Y. The road will be about 14 
miles long and will connect at both points with the Del- 
aware & Hudson River road. At Glens Falls a bridge 
will be built to complete the connection. The rod is 
constructed in the interests of a paper manufacting 
company to bring logs to its pulp mills. The New York 
State Railroad Commissioners have recently granted 
the omnptns a certificate to construct the . but it is 
not likely that any important work will be done this 
season, 


Weyerhauser Lumber Co.—This company will, it is 
stated, build a road into Superior, Wis., during the 
present summer. A survey of the proposed line has been 
completed. The road wiil start at a point on Allouez 
Bay, where the syndicate has acquired terminal property, 
and run about 35 miles south by way of South Superior, 
penetrating the pine forests of the county and connect- 
ing by means of branches with the numerous logging 
streams. 


White River Valley & Western.—Articles of incor 

oration of-the company ‘vere filed in Arkansas last week * 
The route will be from Stillwell, I.T., on the Kansas City 
Pittsburg & Gulf. east to an intersection of the Iron 
Mountain road at Bald Knob, passing through Fayette- 
ville, Carrollton, Batavia, Shiloh and thence to Bald 
Knob, in White County, being a distance of 250 miles. 
= A. Haggerty, of Fayetteville, Ark., is President and 

‘reasurer. 








Electric Railroad Construction. 


Atlantic City, N. J.—Local capitalists are consider- 
ing the project of building a trolley line from Atlantic 
City to May’s Landing, by way of Pleasantville, a dis- 
tance of 15 miles. 


Baltimore, rag ee Hooper has announced that 
he will sign the Central Railway ordinance, granting 
that company the right to build an electric line along 
some ot the principal streets in Northeast Baltimore. 
The company’s routes give street-car facilities to every 
neighborhood in Northeast Baltimore, and by transfer 
privileges access to every section of the city except the 
southwest. The tracks are to be completed and the cars 
running in 12 months. 

The City & Suburban Railway Co. and the Metropoli 
tan Co. also sought for an ordinance for the same route. 
The work of erecting the trolley poles and_stringin 
the wires for the purpose of changing the Druid Hill 
avenue line of the Baltimore Traction Company from a 
cable to an electric line is about completed. The power 
for running the line will be obtained from the Druid 

Hill avenue and Charles street power-houses. 


Clevelaud, O.—The Cleveland Electric Railway Co. 
will — at oace the extension of its line through 
Cedar Glens, northeast from the city limits for about one 
halfa mile. The right of way for the entire route has 
been secured. 


Cornwall, Ont.—Progress is being made on the Corn- 
wall street line. Track-laying is going on, wiring has 
been begun and the power-house is nearly completed. 


Dayton, O.—The Dayton Traction Co. opened its new 
line between Dayton and Miamisburg, a distance of 
about 12 miles, on July 1. The company will extend the 
— along the route of the Miami Canal toward Cincin- 
nati. 


East Bend, N. C.—It is stated that an electric rail- 
road will be built between East Bend and Yadkins 
Shoals at a cost of $2,500. George W. Hinshaw, of Win- 
ston, N. C., is interested in the project. - 


Elmira, N. Y.—Right of way has been secured by the 
Elmira & Horseheads Street Railroad for an extension 
of its West Water street line. 


Englewood, N.J.—The electric railrowd from Fort 
Lee to Englewood, N. J.. was opened for traffic on July 
11. The road will eventually run to North Hackensack. 
This is the Palisades road and was originally projected 
as an electric road. 


_Green Bay, Wis.—The extension of the electric 
line of the Fox River Electric Railway Co. between 
Green Bay and DePere has been completed. The road is 
about three miles long, and 60-ft. rails have been used in 
the construction. 


Jamaica, L.. 1I., N. Y.—On July 10 a franchise was 
granted to the Long Island Electric Railroad Co. to lay 
tracks over that section of the Jamaica and Hempstead 
turnpike extending from Grand street to the eastern 
boundary of the village :orporation. The company now 
has a franchise to run directly from the city of Brook- 
lyn to the village of Hempstead. 


Johnstown, Pa.—A survey is to be made for an elec- 
tric line between this city and Ebensburg. 


Joliet, L11.—The Joliet Electric Street Railroad was 
sold July 6 to William McKinley, of Champaign. [Il., for 
$300,000. It is proposed to spend about $5v,000 for re 
pairs and new cars and to extend the road to New 
Lenox and Lemont. 


Kalamazoo, Mich.—The building of an electric road 
from Battle Creek to Kalamazoo. 24 miles, is said to be 
assured. The road will run via Augusta, Galesburg and 
Comstock. From Augusta a four-mile branch will be 
built to Gull Like. Major Downs, of Battle Creek, is at 
the head of the enterprise. 


Long Branch, N. J.—Application has been made to 
the Board of Aldermen by the Atlantic Highlands, Red 
Bank & Long Branch Trolley Co. for a franchise to 
— Long Branch. The tracks now run to the city 
imit. 


Marion, Ind.—The power house of the Clodfelter line 
from Marion to Anderson has been located at Fairmount. 
The building is to be 50 ft. x 70 ft. and constructed of 
brick and stone. In the building will be placed five 
boilers and two 375 H-P. engines 


Milwaukee, Wis.—The Milwaukee Electric Railway 
& Light Co. is tearing upits tracks on Wisconsin street 
preparatory to rebuilding that line. 


Moncton, N. B.—The work of constructing the new 
electric street railroad line in Moncton is proceeding 
rapidly, and is to be in operation next munth. The cap- 
ital stock, as given in the Railroad Gazette of May 8, is 

Perth, Ont.—The by-law to enable the town of Perth 
to grant a bonus of $5,000 for an electric railway to run 
between Perth and Lennark was carried. 


Philadelphia.—Chief Engineer Thayer, of the Fair- 
muunt Park Transportation Co , submitted a report July 
10 on the progress of the work on the electric line. He 
stated that the road had practically all been graded 
through the West Park. the small driveway bridges 
about completed and work started on the bridge across 
the Schuylkill. 


Richmond, Va.—A. E. Randle and associates, who 
will build an electric railroad from the city limits to 
“Overlook Inn,” have sold bonds for about $300,000 for 
ore, and announce that work will begin by 

pt. 1. 


Ruthertordton, N. C.—A company is being organized 
by Capt. Pearson and W. M. Justice, of Columbus, N. 
C., to build a narrow-gage electric road from Tryon 
through Polk County to Rutherfordton, N. C., where 
connection will be made with the Seaboard Air Line. 
The road will be from 25 to 40 miles long, according to 
route taken. 


St. Louis.—The bond of the Midland Street Railway 
Co. for the franchise granting the company the privilege 
of ——- its tracks to Creve Coeur Lake has been ap- 
proved by the County Court. 


Sarnia, Ont.—An electric railroad from Sarnia to 
Point Edward, and then to Wishbeach, a summer re- 
sort on the shore of Lake Huron, is being built. The 
town of Sarnia gave the company a bonus of $10,0.0. 


Toronto, Ont.—At a _ meeting of the provisional 
directors of the Huron and Ontario Electric Railway Co. 
in Toronto recently, the route of theroad was adopted 
It is proposed to build ee many of the larger 
towns in Ontario with main line four branch roads. 
Among the directors are: Messrs. M. McNamara, of 
Walkertown, President; Dr. Rollston. of Shelburne, Vice 
President ; A. R. McK. Cameron, of Meaford, Secretary; 
J. M. beers, of Dungannon, Treasurer; J. W. Cents, 
of Port Perry; A. E. Scanlon, of Bradford. 


West Troy, N. ¥Y.—The Albany Railway Co. has been 
granted the right to build an electric line in some of the 
principal streets in West Troy. 


Worcester, Mass.—It is proposed to build an electric 
road from Worcester to the top of Mt. Wachusett The 
road will run through Holden and Princeton, along 
the west side of the mountain, to Westminster, anda 
branch from Holden to Rutland. Ifthe a is carried 
out, at least 20 miles of road will be built. 








GENERAL RAILROAD NEWS 


Ann Arbor.—The earnings of the road for the first six 
months of this year, ending June 30, were $568,762: tor 
the same period of 1895 they were $516,390, an increase cf 
$52,372. The earnings by months for the period were: 
January, 1895, $81,073; January, 1896, $25,550; February, 
1895, $70,466; February, 1896, $88,605; March, 1895, $93,897; 
March, 1896, $99,521; May. 1895, #83,023; May, 1896, $92,01: : 
June, 1895, $99,317; June, 1896, $103,945. The increase has 
not been in any particular department. 


Central of New Brunswick.—The sale of this road 
at foreclosure is advertised to tike place on Aug. 18, at 
St. Johns, N. B. The road now in operation is 75 miles 
long, and the first mortgage bonds outstanding amount 
to $680,000. W. A. Lockhart, of St. Johns, is in charge 
of the sale of the property. : 


Chicago & South S de Rapid Transit.—The fore- 
closure sale of this road, the Alley Elevated, will take 
_ on Sept. 16. It is ordered under a decree of Judge 

anecy. 


Fort Worth & Denver City.—The Reorgatizaceit 
Committee, of which Gen.£2G. M. Dodge is Chairman, 
has found it necessary, because of the failure of 
the crops along the line of the road, to make a 
change in the reorganization plan. Instead of paying 
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in cash one past due 3-per-cent. coupon, this coupon will 
be funded with the other four past due coupons, and the 
provisions of the plan will be amended in conformity 
with thischange. The committee bas received deposits 
of first-mortgage bonds amounting to 98 per cent of the 
entire issue. 


Hlinois Central.—The company reports earnings for 
May as follows: 





1896. 189%. 1894. 
Gross earn ..... sSpectsoseee $1,540,441 $1,651,833 $1,427 871 
Base seusceecs-ceergs 1,222,585 1,€74,014 1,052.823 
Net GBPN...5++00000 cieee $317,856 $577,819 $374.048 
P.c. exp. to gross.......... 7 7334 
Net earn. ll mos.... ...... 6,322,228 5,357,413 6 031,045 


Net earnings in May, 1893, were $553,617; in 1892, $404,- 
428. 


Lehigh Valley.—Thiscompany has created a car-trust 
loan of $500,000, bearing five per cent. interest, payable 
in 10 years, one-thirteenth of the total amount redeem- 
able every six months, The loan was placed by Brown 
Brothers & Co., of New York. 


Louisville & Nashville.—The following preliminary 
statement of the results of operations for the year to 
June 30 has been issued: 








1896. 1895. Ine. or Dec. 

Gross earn........ sonessee $20,392,373 $19,275.994 J. $1,116,2°9 
per, CXP.......... eocccce 13,460,330 12,277,773 I. 1,182,557 
PORWR. cow excnecnsseus $6 931.993 $6,998.2"1 D. $66,228 
Other inc....0..0.08 ebeewee 16.621 363,273 I. 43,318 
Ot GRR: one des088ac0n $7,338.614 $7.361.491 D.  $22.880 
Net fixed charges......... 5,945,841 6,660,909 D. 715,063 
RUNS n65cdu cxacnnasun $' 392,773 $700,585 I. $692,188 


Interest, rental and taxes for the current year were 
$5,577,827. against $5,583,064 previous. year, Loss on 
Georgia Railroad and other roads, #136.739, against $198,- 
289 in previous year. Inthe year ending June 30, 1895, 
$697,669 were charged as the balance of adva”ces to the 
South & North Alabama Railroad Company, while this 
year the net earnings of that company amounted to 
$30,000. Sinking-fund payments amounted to $186,548, 
after all deductions, against $175,000 the previous year. 


Lonisville, Evansville & St, Louis.—The road now 
uses the St. Louis bridge for passenger and freight trains, 
but Receiver Jarvis has recently — to the court for 
authority to operate a ferry from East St. Louis to St. 
Louis to transfer freight cars instead of sending them 
over the bridge. He claimsthat the saving over the 
bridge to will be considerable. 

The court has also been asked to ratify a contract 
between the company and the Terminal Railroad As- 
sociation of St. Louis for the use by the latter company 
of the Belt road about East St. Louis, whichis owned by 
this road. 


Lynchburg & Durham.—A decree for the sale of 
this road at foreclosure was issued by Judge Simonton, 
of the United States Circuit Court, at Asheville, N C., 
last week, on the petition of the Mercantile Trust Co., of 
New York City. The road is a leased line of the Louis- 
ville & Nashville, and the decree was issued with the as- 
sent of the attorney of that company. The leaseis dated 
1893 and is for 99 years. The company owns 115 miles of 
road extending from Lynchburg, Va., to Durham, N. C. 


Macon & Birmingham.—The stockholders of this 
new company, which takes over the property of the com- 
pany of the same name sold at foreclosure a few months 
ago, have authorized theS issue of first mortgage 
bonds to the amount of $500,000, bearing five per cent. 
interest. The road was purchased at foreclosure by 
Parsons & Edwards, of Boston, aud the new company 
was organized in May with Mr. F. M. Eawards as Presi- 
dent and Julian R. Lane, of 'Macon, Ga.. as General 
Manager, an office which he held with the old company. 


Northern Pacific.—The attorneys of M.S. Paton, of 
New York City, and others of the Committee which pur- 
chased the Seattle, Lake Shore & Eastern, at foreclosure 
sale recently, have filed a petition with Judge Jenkins, 
of the United States Court at Milwaukee, asking for an 
injunction against the sale of the road. This is another 
effort to enforce against the Northern Pacic the alleged 
claim of the commttee mentioned and the Seattle, 
Lake Shore & Eastern against the Northern Pacific. It 
is claimed that the present reorganization plan of the 
latter company is against the interests of the general 
creditors of the road. 


Oregon Railway & Navigation Co.—The property 
of thiscompany was sold, at Fairview, Ore., on July 9, toe 
Messrs. A. Marcus, Charles C. Beaman and Charles S 
Fairchild for the Reorganization Committee. The price 
waSs $9,437,250, the highest bid. 


Port Royal & Augusta.— <A decree for the sale of 
this road has been finally issued by the South Carolina 
courts, all the conflicting interests agreeing to the order, 
which thus ends a long litigation over the property. 
The date of the sale has not yet been finally fixed. It is 
very likely that the road will be purchased by Messrs. 
Samuel Thomas and Thomas F. Ryan, of New York 
City, who now control the Port Royal & Western Caro- 
linaroad. These two roads were formerly operated as 
divisions of the Central of Georgia,but were taken out of 
that system after it was placed in Receivers’ control and 
still later on independent receivers were appointed for 
each property. The Port Royal & Augusta entends from 
Port Royal to Augusta, about 112 miles and at that point 
is intersected by the Port Royal & Western Carolina, 
which extends north from Augusta. 


St. Louis & San Francisco.—It is stated that the new 
company will continue to operate the St. Louis, Salem 
& i rkansas; Kansas Midland; St.. Louis, Kansas & 
Southwestern, and Kansas & Southwestern Railroads 
on terms precluding any losses from their operation. 
Any deficit ari-ing after operating expenses isto be borne 
by bondholders. The old ioe was terminated on July 1. 


San Antonio & Gulf Shore.—This road, 28 miles 
long, from San Antonio, Tex., east to Sutherland 
Springs, was sold by the Receiver, Henry Terrell, under 
order of the court on July 7. The only bidder was 
Oscar Bergstrom, who bid $150,000, the minimum fixed 
by the court. It is believed that the purchase was for 
the original stockholders, John Ireland and o-vhers. 


Seaboard.—S. T. Prince, of Mobile, Ala., has been ap- 
—— receiver of this road, controlled by the firm of 
smbard & Ayres, of New York City, which is now 


bankrupt. The road is 31 miles long from a point on the 


Alabama River near tidewater to a point in Washing- 
ton County, Ala., called Tiger, and extends through the 
timber lands owned by the Seaboard Manufacturing Co., 
also one of the properties of Lombard & Ayres. 
road is standard gage, and has a good equipment. 


Seattle & International.—This company has been 
organized to operate the western lines of the Seattle, 


The 


Lake Shore & Eastern, including all of the road west of 
the Cascade Mountains. The property has been trans- 
ferred to the new company, the officers of which were 
given in our issue last week. The road controlled by the 
company begins at Seattle and runs northerly and east 
erly to Sallal Prairie, 62 miles, with a line commencing 
at Woodinville and going northerly to Sumas, near the 
International Boundary line, a distance of 101 miles. 
The capital stock of the new company is $2,400,000. 


Spokane & Seattle.—This is the name of the com- 
pony organized to take over the lines of the Seattle, 
wake Shore & Eastern east of the C e Mountains, 
which comprise the road from Spokane . westerly to 
Davenport, near the Columbia River, a distance of 47 
miles. The capital stock of this company is $60,000. 
The names of the officers were published last week, the 
executive officers being the same as those of the Seattle 
& International, which operates the lines of the Seattle, 
Lake Shore & Eastern west of the Cascade Mountains. 


Washington & Idaho.—ihis road, extending from 
Spokane to Coeur d’Alene, Wash., adistance of 158 miles, 
was sold on July 13. under foreclosure at Tekoa, Wash., 
to the Reorganization Committee of the Oregon Rail- 
way & Navigation Co., for $1,615,740. This completes 
the purchase of all branch lines of the Oregon Railway 
& Navigation Co ,and the plans of. reorganization will 
now be rapidly completed and the Receiver discharged. 


West Jersey & Seashore.—A mortgage of $7,000,000 
has been given by this road to the Commonwealth Title 
Insurance & Trust Company, of Philadelphia It is se- 
cured by bonds to that. amount on the South Jersey 
— of the Pennsylvania recently consolidated under 

is name. 


Wisconsin Central.—-The report of the Receivers for 
the half year ending Dec. 31 gives the following results 
of operations: 





1995, 1891. 
Passengers Carried..........++00 464,284 459,929 
Tons freight carried............ 1,610.806 1,277,725 
Rate per ton per mile (cents) -0927 (990 
Average train load (tons)..... 197 .91 163.14 
Karn. per freight train (mile) .......... $1.82 $1.60 


The fiscal results for the system during the same 





period compare as follows: 
895 1894. 

RR oe ons oss cinco aisrowsaienwssanenek $?.374.931 $2,104 052 
DRDOR OED: acctegccvssesncisceesees eeeee 1,502,802 1,441,€65 

RUGE IIR. «ois 5 scccncbsckwermcsaoeanskoecs $872,129 $663,287 
TOT) INGOMIC. ..sccrvcvedsiccsse eweeseee ees 932 416 665,807 
Toterest payable.............s000- Saeiene 162,365 71,338 
IE FIO. ois. iooee snes vesanccusbenes é 69 879 83,924 
HEDtAlS MOOTUE 2... veccccs cccvevces -. 890,57 559,375 
PASROPIIADIIOUSG 6500550 sivconenns crepe stale usiees wielasaie 1,137 

TEA REROE: 5.5.52 inwereccswesce $822,816 718,74 
Surplus ...... saa weubennaeues’ os 109,630 (def.) 52,967 











Electric Railroad News. 





New York.—A certificate was filed on July 7 at Al- 
bany by the Metropolitan Street Railway Co., of New 
York, for an increase of capital stock from $16,500,000 to 
$30,000,000 in 300,000 shares, par value of $100 each. Of 
its authorized $30,000,000 there has been issued $28,366,- 
600. This increase in = is for the purpose of acquir- 
ing new property and the general improvement of the 
lines now under the company’s management. Under 
the laws of the state of New York it is necessary to show 
actual assets before an increase in capitalization will be 
permitted. 


Savannah. Ga.—In the United States Court, on July 
6, Judge Speer signed a decree for foreclosure and sale of 
the Electric Railway Co. of Savannah. The report for 
the 16 months of the ny ee 4 show net earnings in 
excess of $5,000, double that fcr the previous 16 months; 
but it requires about $35,000 to pav 16 months’ interest 
on the bonds at five per cent. The authorized capital 
was $1,000,000 ; issued, $600,000. 


Syracuse, N. Y.—A mortgage was filed at the County 
Clerk’s office on July & given by the Rapid Transit Co. 
of Syracuse to the Guaranty Trust Co. of New York. The 
mortgage is to secure an issue of bonds for $3,250,000. 
The bonds are made payable in gold. 


Toledo, O.—Papers have been filed consolidating the 
two local street railroad lines under the name of the To- 
ledo Traction Company, with a —— of $6,000,000. The 
officers are: President, A. E. Lang; Vice-President, 
John B. Dennis; Treasurer, W. E. Hale; Secretary, 
Charles L. Wight. 


Toronto, Ont.—The receipts of the Toronto Street 
Railway Co. amounted to $85,195 for the month of June. 
This sum is $728 less than the amount received for June, 
1895, and $3,139 below that for June, 1894. The decrease 
is attributed to the extensive use of the bicycle. 








TRAFFIC, 





Traffic Notes. 


The Attorney-General of the United States has taken 
an appeal to the higher court in hissuit against the Joint 
Traffic Association, and the railroads composing it, 
which was recently decided by Judge Wheeler, at New 
York, in favor of the defendants. 


The Lake Superior Car Service Association, managing 
the demurrage bureau at Duluth and West Superior, 
handled 18,677 cars in the month of June, which is about 
86 per cent. more than the number handled in the same 
month of 1895. About half of these cars were handled on 
the Duluth side of the river and half on the other side. 


The Plant System and the South Carolina & Georgia 
Railroad are indulging in a. little rate war, and last 
Saturday excursions were run from Charleston, S: C., to 
Augusta, Ga., at fares of $1 per passenger. The South 
Carolina & Georgia, which is not a member of the 
Southern States Railroad Association, is said to have 
been the aggressor. 


The managers of the Joint Traffic Association have 
ordered a reduction of 5 cents per 100 Ibs.; that is, from 
20 cents to 15 cents, Chicago-New York basis, on corn, 
taking effect July 15. The reduction made about ten 
days ago by the Chicago Great Western, followed by the 
other roads leading from the Missouri to Chicago, tended 
to turn a large proportion of the corn traffic through 
Chicago, and the reduction by the managers was 
necessary to produce reasonable equality between 
Chicago and the gateways south of that city. The 
combined reductions west and east make th2 rate 
now 26 cents per 100 Ibs. on corn from Missouri, River 
points to New York. The Illinois Central has re- 
duced the rate on corn from linois and Iowa points to 


New Orleans from 18 cents per 100 lbs. to 14 cents. The 
J. T. A. circular reads: ? 

The managers recommend that, effective on the 15th 
inst. and expiring with September 15, 1896, the rats 
upon corn only (not including corn products) be made 
on the Chicago New York basis of 15cents per 100 pounds 
from points of shipment west of the western termini of 
the trunk lines,,with the customary differences between 
the seaboard cities, but with the exception as to other 
destinations East or such termini noted below, it being 
understood that the ratesfrom East St. Louis upon this 
basis may be applied as proportional rates from points 
upon theeast bank of the Mississiopi River north of 
East St. Louis to East Dubuque, IIl., inclusive, on corn 
coming from points west thereof. 

The following is the exception thereto: as 

The present rates upon corn to the Western termini of 
the trunk lines and to points East thereof shall not be 
reduced, owes to conform to the long and short haul 
clause of the Interstate Commerce Act, 7. e., the rates to 
the various seaboard cities shall be the maximum rates 
to intermediate points. 


Chicago Traffic Matters. 


CHICAGO, July 15, 1896. 

For the first time in years the roads between the Mis- 
couri River and Chicago have adopted a flat rate on 
grain. To stop, so far as possible, the growing diver- 
sion of grain to the gulf ports, the Chicago Great West- 
ern, on July 7, reduced the local rate on coarse grain, Kan- 
sas City to Chicago, from 20 to 16 cents per 100 lbs. Two 
days afterward this rate was more than met, by the Mis- 
souri Pacific and the Alton via St. Louis. The executive 
otticers on all of the Chicago-Missouri River lines then 
held aspecial meeting and unanimously agreed to put in 
a flat rate of 13 cents on wheat and 11 cents on corn be- 
tween the Missouri River and Chicago. These rates are 
now in effect. Before the grain dealers had recovered 
their breath came the surprising announcement that the 
Joint Traffic roads had been authorized to reduce the 
rate on corn, Chicago to New York, to 15 cents. This 
rate goes into effect to-day and is to be withdrawn Sept. 
15. This makes a through rate of 26 cents on corn from 
the Missouri River to New York. It is generally be- 
lieved that these reductions will have the effect of bring- 
ing a great deal of grain to this city and for export via 
New York. The roads to the gulf ports will undoubt- 
edly make corresponding reductions to hold the traffic. 

Between 50 and 100 delegates from the, West to the 
National Educational Association meeting at Buffalo 
were delayed in Chicago last week on account of the re- 
fusal of the eastbound lines to accept the ticket orders 
of the Western roads one day after the agreed final date 
for the sale of these tickets by the Eastern roads. The 
delegates with the irregular orders arrived in Chicago, 
pf 7, the final ticket-selling date being July 6. None 
of the Eastern lines would accept the Western orders, 
and the delegates were sent on to Buffalo at the expense 
of the Western roads. 

Reports received by the Chairman of the Western Pas- 
senger Association show that during the month of June 
conductors took up ten mileage books and collected fare 
from wrongfu! holders of the same. Nine of the books 
were taken up on the Milwaukee & St. Paul. 

Becoming suspicious that the deluded financial sup- 
porters of the Chicago Freight Bureau might awake 
from the hypnotic spell which he has cast upon them, 
Commissioner Iglehart has again buckled on his armor 
to fight the railroads on the ground of imaginary dis- 
crimination against this city This time the charge of 
discrimination is general. He has succeeded in getting 
tte Board of Trade to appoint a committee, with him- 
self at the head, to make a general investigation of the 
alleged charges of discrimination in rates. Iglehart’s 
per.odical outbreaks are due to an apprehension thas the 
few mercantile firms who are paying his salary will 
awake to a realization that they are paying out money 
for nothing. 

The Missouri Pacific has given notice of withdrawal 
from the executive officers’ agreement concerning the 
maintenance of trans-Missouri passenger rates, on ac- 
count of the failure of the executive officers at their re- 
cent meeting in this city to take some radical action to 
stop the demoralization of rates from Missouri River to 
Colorado and Utah, 

Commissioner Midgley, of the Western Freight Asso- 
ciation, has ruled that a unanimous vote is necessary to 
permit a road in the association to make a reduced rate. 

The Interstate Commerce Commission has summoned 
the traffic officers of the principal Western roads to ap- 
pear before the commission in this city Aug.4 and 
auswer whether they have, directly or indirectly, given 
unlawful concessions to shippers on business from Kan- 
sas City, Omaha, St. Paul and other Missouri River 
cities to points east thereof As there is no specific 
complaint filed, it is inferred that the commission 
intends to investigate on its own hook. Officers of the 
following roads have been summoned: Atchison, To- 
peka & Santa Fe; Chicago & Alton; Chicago & North- 
western; Chicago, Burlington & Quincy; Chicago Great 
Western; Chicago, Milwaukee & St. Paul; Chicago, 
Rock Island & Pacific; Chicago, St. Paul, Minneapolis & 
Omaha; Missouri, Kansas & Texas; Missouri Pacific; 
illinois Central; Wabash and Wisconsin Central 

The general passenger agents of the Western roads at 
a meeting in this city refused to accede to the request of 
Commissioner Blanchard to abolish the payment of 
ticket commissions in Joint Traffic Association terri- 
tory, 

Total shipments from Chicago to the East last week 
by lake amounted to 103,565 tons, of which 96,057 tons 
were grain. Total all-rail shipments East, exclusive of 
live stock, amounted to 64,810 tons, compared with 46,605 
tons for the preceding week, an increase of 18,205 tons, 
and against 63,873 tons for the corresponding week of 























last year. The proportions carried by each road were as 
follows : 
WEEK WEEK 
To JULY 11, To JULY 4, 
Roads. 

Tons. pc Tons, p. c. 
Michigan Central........ eae 5,380 8.3 4,617 10.0 
Wa Ree ee 8,175 12.6 5,240 11.3 
Lake Shore & Mich. South. 8,196 12.7 5,351 11.4 
Pitts., Ft. Wayne & Chicago 7,118 110 6,157 14.5 
Pitts.,Cin.,Chi. & St. Louis. 6,739 10.4 4 11.7 
Baltimore & Ohio....... nine 7,572 11.7 4,123 8.9 
Chicago & Grand Trunk.... 7,669 11.8 4,764 10.2 
New York, Chi. & St.Louis.| 5,597 86 3,907 8.4 
MND. ccauer aseseccvase weawae 6,359 9.8 4,£63 10.4 
C., C., C. & St. Louis....... 2,005 3.1 1,486 3.2 
Motel os.<ss020e55 eoeceuna 61,810 | 100.0 | 46,605 | 100.0 














Of the above shipments 2,232 tons were flour, 23,218 
tons grain, (2,919 tons provisions, 11,001 tons iressed beef 
8,463 tons butter, 1,278 tons hides and 4.700 tons,lumber’ 











